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The King’s Speech 

A» had been generally expected, in view of the very 
A small Government majority, the Kings Speech was 
based as far as possible on non-controversial lines. Apart 
from a reference to the need for dealing with water 
supplies, there was no direct mention of nationalisation. 
ind it would therefore, that for the time being at 
east, further essays in this field have been deferred. The 
Opposition tabled an amendment to the Speech. 
challenging the Government on the iron and steel issue 
The Iron & Stee! Act is already on the statute book, but 
the suggestion was that implementation of it should be 
postponed until nine months after the next General 
Election. This was rejected by the Government, and an 
early clash on this point remains likely. Now that the 
new Government has been elected, it is expected that an 
‘arly statement will be made by the Minister of Trans- 
port on the matter of railway freight charges. It will be 
ecalled that the hearing of the claim by the British Trans- 
port Commission for a 16} per cent. increase in railway 
reight charges was heard by the permanent members of 
the Transport Tribunal, sitting as the Charges Advisory 
Committee to the Minister. in January. Its recommenda- 


seem, 
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tions have been with the Minister for about a month. It 
was not expected that they would be made public on the 
eve of the election, but there seems no good reason for 
further delay. Whether the Commission’s application has 
been granted in whole or in part is a matter of importance 
both to the railways and to industry. From the railway 
point of view, the longer any change is deferred, the greater 
will be the deficit. From the point of view of industry, the 
present uncertainty makes it difficult to plan ahead. The 
outcome of the application must be unpleasant to one 
side or another—possibly to both—but the problem that 
is involved will not be solved by leaving it on one side. 


Nationalisation and Civil Engineering 
a presidential address to the London Section of the 


I N 

Permanent Way Institution on February 28, Mr 
J. C. L. Train, Member of the Railway Executive, out- 
lined the position of the staff of the civil engineering 
department under nationalised ownership, and described 
aspects of the task of securing the benefits of 
unification of British Railways. Particular attention was 
being paid to welfare, educational and training facilities, 
with a view to securing improved conditions of service. 
ind increased opportunities for promotion. The Joint 
Committee for Training & Education, which was set up 
towards the end of last year, was examining a number 
of schemes for vocational training and education in 
all departments. During the past two years, 
much had been done to secure uniformity in engineering 
design and procedure on British Railways. Notable 
results had been the introduction of standard designs for 
flat-bottom track. concrete underbridges, and service 
vehicles. There was now a very close association between 
the civil, electrical, and mechanical engineers, to ensure 
that the new designs for locomotives and rolling stock 
would allow the maximum freedom of interchange. 


some 


respect of 


British Transport Organisation 
[* a paper on “Central and Regional Organisation of 
Transport” presented to the Railway Students’ Asso- 
ciition on March 8, Mr. M. A. Cameron, Principal Traffic 
Otlicer. British Transport Commission, said that British 
transport was still in a period of transition and the present 
organisation of the Commussion’s undertaking had not 
reached finality. Commenting on the free use of the title 
Manager in the Road Haulage organisation and its absence 
from the new railway framework, Mr. Cameron said the 
explanation lay in the contrasting tasks which the two 
Executives had to perform. The Railway Executive was 
required to fuse into a single whole four very large under- 
takings accustomed to independence, and it had been 
thought desirable to avoid the concentration of authority 
in the hanas of individuals which the tittle Manager implied. 
The Road Haulage Executive, however, had to absorb a 
large number of small undertakings and build them as 
rapidly into a coherent nations! structure: for 
this purpose the chain of authority had to be as clear and 
simple as possible 


1 
is possible 


Industrial Paint Requirements 


URING recent vears, important developments have 
tuken place in the preparation of paints for indtistrial 
purposes, including those used in the transport industry. 
Paint makers, moreover, have paid particular attention to 
railway needs, and the story of their achievements in this 
and other directions is told in a pamphlet* covering trans- 
port requirements in general. Emphasis is laid on the 
importance of abrasive and smoke resisting qualities and 
on the ability of paints to withstand rough usage and 
prevent corrosion in extremes of climate. The pamphlet 
points out that, apart from the decorative and other neces- 
sary qualities of paint for rolling stock, special types are 
needed for bridges. where corrosion must be guarded 
* "The Importance of Paint to the Transport Industry.” 


Fxport Group of the Paint Industry of Great Britain 
lavistock Square, London, W.C.1 


Issued by the 
Tavistock House (Sout), 
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igainst at all times, and for signals, where permanence ol 
colour and brightness are essential. Insulating varnishes 
for electrica! equipment also are of importance and 
sent a field in which there has been rapid development 
Special paints are now produced with drying qualities te 
suit maintenance and repair Finally, it is 
pointed out that in a painting operation the cost of the 
paint is small compared with the cost of labour in applying 
it, emphasising again the importance of durability 


epre- 


schedules 


Mechanical Handling Equipment 
N view of the increasing need tor conserving Manpowel! 
and reducing production costs, special interest attaches 
to the Mechanical Handling Exhibition which is to be held 
at Olympia, London, from June 6 to 17. This year, with 
200.000 sq. ft. of floor space, the exhibition will be twice 
as large as that held two years ago, and 
ference on this subject will be held at the same time 
Frequently when labour-saving equipment is installed, preju- 
dice has to be overcome and.wage rates adjusted, and at 


again a con- 


the conference these problems wil be discussed jointly 
for the first time by manufacturers and users of equip 
ment and representatives of the trade unions Anothe 
session will cover railway practice. when Mr. L. Lynes, 


Technical Assistant (Carriages & Wagons), Southern 
Region, will be in the chair, and Mr. G. W. Grossmith, 
Director & Chief Engineer. Strachan & Henshaw, Bristol. 
will deal with the mechanical unloading of rail wagons 
Papers will also be presented on the use of cranes at docks 
power trucks and fork-lift trucks. production engineering 
package handling, mobile cranes and derricks, reclaiming 


ind storing of materials, and so on 


Railway Breakdown and Rerailing Equipment 


Ss a paper dealing with railway breakdown and rerailing 

equipment presented to the Institution of Locomotive 
Engineers on March 2, Mr. G. H. K. Lund, dealing with the 
various types of equipment in use on British Railways, said 
that, although it was the 
carry lifting jacks. this was not usual on British Railways at 
the present time. Mr. Lund, referring to the London Unde 
ground Railways, said that the equipment and arrangements 


practice Cn Overseas rallWways to 


for dealing with derailments in tunnels were such as to merit 
a paper in themselves. The French National Railways also 
had a very comprehensive system of documentation and 
standardisation of both equipment and 

methods. breakdown crane and all 


officers being supplied with a set of books giving not only 
I 


so far as possible 


. hle 
each responsiodie 


the regulations for operating breakdown trains, but sug 
gested methods for tackling derailments, together with draw 
ings of each crane and each piece of equipment. In the 
instruction book, sketches of all the crane mechanisms are 
included, together with diagrams of the packing arrange 
ments of various lifts and out-of-balance forces tot 


within the capacity of the crane. 


ill lifts 


The Magnetic Link for A.T.C. 
[' technical feasibility was all that had to be considered, 
continuous cab signalling might have become by this 
time a standard feature of automatic train control systems. 
but there is also the economic aspect, and a contributor to 
this week's issue points out that some types oft accident 
would not be prevented by the most elaborate and costly 
forms of AT. Ample experience has been gained in this 
country to show the value of intermittent systems operat- 
ing in association with distant signals: it seems likely that 
if such installations are extended by British Railways, there 
will be developments in the form of links between the track 
apparatus and the locomotive, rather than in the nature and 
variety of indications given to the driver. The permanent 
magnet link, as used on the Fenchurch Street-Southend 
line, has gained in importance compared with other non- 
contact systems as the result of the introduction of improved 
magnetic materials. It does not rely on the continuity ot 
an electrical circuit at the lineside to give a warning indica- 
tion, a characteristic which it shares with the well-tried 
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system of the former G.W.R.; but it obviates the use 
contact ramps and collecting devices on the locomotive, 
that it conforms with the general trend of A.T.C. devek 
ment elsewhere. An interesting possibility is the transm 
sion of three indications with the magnetic system. TI! 
can be done without departing from the permanent mag: 
feature which gives the system the reliability that alrea 
commends it on grounds of safety. 


London Transport Telecommunications 


7. years of thought that lie behind the provision 

an efficient system of rapid communication, not o 
or ordinary business and operating purposes, but also 
cover any emergency that may arise in handling the hea 
tratlic carried daily by London Transport, were demo 
strated by Mr. P. W. Ottley in a paper to the Institut: 
of Railway Signal Engineers on February 8, further ret 
ence to which is made elsewhere in this issue. It w 
considered to be an important step forward when the ¢ 
& South London introduced tunnel lights and means 
te e communication between drivers and the sigi 
boxes then found in every station: it was a signalma 
duty to turn the lights on if a train should be an unusua 
long time in section. Later on, such communication w 
provided generally in all the tubes, and arrangements we 
made whereby the power could be at once cut off by pre 


ng together the bare tunnel circuit wires The shorten 


‘lephot 


of the signalling sections has resulted in the possibility 
nany more trains being between stations at certain ho 
was thoughi feasible, or even desirable. at one tit 
id the necessity of being able to communicate rapid 
wit train. should some unexepected stoppage occu 
been demonstrated en more than one cecasion 


Mistaken Reliance on Another Person 


iccident at the Hardwicke Oecupalion crossi 


é ie 
between Yate and Wickwar. on the London M 


d Region Bristol-Birmingham line, on June 28, 194 
which was inquired into by Colonel D. McMullen, w 
inother instance of failure of the driver of a vehicle to sec 
positively for himself that there is no train approaching. A 
Will be seen from our summary of the report in this issuc 

voman was driving a private car. and another perso 
who had passed over the crossing and heard it arrive, we 
back and opened the gates for het He failed, howeve 
to look along the line or to notice that a nearby signal was 

ofl ilthough he understood the significance ot 
ispects. The woman, not unnaturally, felt that he wouk 
lot have opened the gates for her without looking to se 
vas safe to do so, and neglected to observe the | 
ners Only noticing the approaching train at the las 
mo if The occupation crossing problem has becon 
much more serious since the coming of the motor vehicle 
1d t present there seems very ittle likelihood of 
being solved satisfactorily 


Locomotives for East Afric: 

agit remarkable performance figures for metre-gat 
eration have been produced in recent vears by tl 

East African Railways. It is greatly to the credit of tl 

:dministration there that with a small European staff at 

unning shed and workshop. staff made up largely ¢ 


\sians and Africans, they have been able so successful 


to meet the increasing demands for capacity, efficiency, and 


comfort of a railway 
country The railway 
nented their caretully 


operating in a rapidly developin 
authorities have recently imple 
considered locomotive policy b 
acquiring a further I8 of the Bever-Garratt locomotive 
previously Known as the *EC3”™ but now under the ne 
‘37° and “58. Results achieved by thes 
particularly over the Mombasa-Nairobi sectiot 
have been remarkable even without consideration of the 
difficulties of single-line metre-gauge operating and _ the 
heavy grades and curvature necessary to reach the high 
lands of the interior. A further six lighter type (“* EC6 

have also been delivered. An article dealing with the new 
motive power is given elsewhere 1n this issue. 


classification 


engines 
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The [rish Transport Company 


g. HE annual report and statement of accounts of Coras 
z lompair Eireann (the Lrish Transport Company) in 


yect of the year 1949, gives a clear indication of the 
ortunate financial position which has had its outcome 
he proceedings now in their final stages in the Dublin 
iament. It is expected that by April | the under- 
ig will have become fully State-owned, together with 
of the Grand Union Canal Company. Perhaps 
ally in the circumstances, the Chairman’s remarks 
the present report are few. The net revenue account 
vs a debit balance of £3,081.975 for the year, which 
pares with £2,236,299 for the previous year The 
for 1949 is arrived at after deducting £360,000 

ch was received on account of a non-repayable grant 
the Transport & Marine Services supplementary 
from the Irish Government at the end of November: 


ihe loss tor the year was t1.205.746. which compares 
£1.424.328 for 1948. The loss on working of rail 


freight vehicles. and hotels. 
s £527,402, or considerably less than the loss of 
6.654, recorded tor 1948 It was raised to the tota 
5 . 7 4 
(5 


s for the year of £1.2 


s. buses, tramways, road 


46 bY the deduction ol 
2 1 t ell 1 » re I tr t » t rect 
1.344 of miscellaneous eceipts om ents, interests 


so forth, and by the addition of t407.358 for deben 
nterest, £50,015 fo guaranteed and other interest 
dividends, £180,000 tor pension ust 
£61.315 of expenditure The debit balance 
sight forward from the previous year was £2.236.22' 
compared with a debit of ESIT.9OL from 1947 


Q4 
{ 


In the following table some of the principal figures are 


trust fund transfe 





} 


marised for the past three years 





Of the operating accounts, although railways showed 
of £1,.091,265, there was some mprovement } 


t of £1.275.455 for 1948 There was a much in 





oved credit on the operation OF DUS services 3 hiked 
nst £298,422 Tramways resulted in a debit balanc 
2.414 as against a credit balance of t11.216 Tran 
vs during last year were replaced by buses in Dublin 
was a credit Dalance O t19. 65 S L\PQaAINsS yn 

778 in respect of road freight operations, but hotels 


ded £14,985 as against £2 


+) 


Argentine National Railways Directorate 


QE of the most important developments in Argent 


\ 


ilwav affairs since the purchase of the railways 
Government. 1s tl it given effec to by | d cree signed 
President Peron, creating the Directorate of Argent 
tional Railways, a new autonomous body unde 
s of the Ministry of Transport. It will consist ol 


esident, Vice«President. and eight members to be des 
ted by the executive power in iccordance with the pro 
sals of the Ministry of Transport. Of these latter, two 
represent the “ Union Ferroviarta.” or railwaymen 
on, and one “La Fraternidad.” or enginemen’s union 
he same time. an advisory committee of Gene 
nagers is brought inte being. and also Consultative 
suncil formed by representatives of tabour, industi 
mmerce, agriculture, and cattle raising The N 
Transport has the power to veto all or any of the 
isions of the Directorate, partially or wholly 
\n entirely new departure in Argentine railway history 
outlined by Article 10 of the decree in question. which 
ovides for up to 25 per cent. of the net profits of the 
ilways to be allocated to the staff of the railways in 


{Y GAZETTI 267 


proportion to their salaries Five per cent. of the tota 
amount sO appropriated is to be allotted to the 
Directorate 


[he terms of reference of the new entitv ere to: 








(a) Crea as soon as possibile a code of uniform proced 
under the following headings (1) statl, (i) finance, 
materials, (iv) traffic, §v) accountancy 

(5) mtervene in all credit operations between the different lines 


ind the Ministry of Transport: 


(c) control common user of rolling stock and equipment 





(d) authorise transter of rolling stock and equipment from one 
line to anothe 

(e) ‘ hat tic follows the most economical route : 

fy establish rules for the distribution of freight receipts fron 
jou trathes 

(v) intervene purchases « naterial destined for two or more 
lines 

(/1) determine the ) to be tollowed case of ind 
lal branches, private sidings. and so 

(7) ery COHeCHIV c cls Db ‘ ulwavs 
the unions ind 

(j) advise the Ministry of Transpo is 1 purchases to b 


made direcly by each railway 
The Executive Power wil! retain in its hands genera 
railway policy, fixing of rates. transfer of property to othe: 
Departments of State, and international agreements 
The Ministry of Transport will approve credit opera 


ions originating on individua tilwayvs. annual budgets. 
ind works financed by sources other than revenue 
ippoint or dismiss staff above the category ol Chiet « 
Division: take disciplinary action in) connection wit 
superior stall: co-ordimate railway transport with othe 
branches of tran:port. grant special rate reductions: and 
Yegotiate with other Departments 
In a press interview in connection with the entorcemen 
Ol the WwW decree the Minister y! I ansport Stated that 
it was a logical development in the Government policy 
which required general managers. chief oihcers, anc 
sup y tall to be Argentine subjects. and idded that 1 
would h ve the etfect Oo! en dv ng t S : lw ys to be ru 
pu ely com ercial Wmnes covering expenses witt 
svenue. He said two of the principal objectives were the 
inthieation of gauges and the decentralisation of manage 
nent from the City of Buenos Aires Among less 
mportant developments at present under consideration 
were the proposals to use automatic barriers at level cross 
wherever possthle and the transfer of the Gener 


» ] 
Railway VOOUS Vara to Colegia 


Nigerian Railway 
THE, report for the year ended March 31, 1949, of the 
Nigerian Railway, which has been sent to us by M1 


: ¢ i, General Manager. shows record ton 





zes (Caused in part by groundnuts tratlic) with increased 
enue as the result of introduction of the new tariff and 


% delivery trom Great Britain of new locomotives: 


( evel 
sO. U ONE ting » rose Or O63N tk 4% per cent 
£1 ' 
The to Wins re som yy the p cipal results 
7-48 1948 
nds 
8 6,19 
1,38 
5 95 
> 3.376 





i 4 

18 5.762 

o7¢ 3,764 

709 1998 

R 1 4 830 

; : Yi 90! 

N f 22 18 
Groundnuts were only one filth of the total tonnage 
conveyed Most tratlics increased during the year, with 
the result that, despite relinquishment of short-distance 
palm-oil and kernel traifics. the backlog of groundnuts 
increased The 20 Vulcan “ River” class 2-8-2 locomo- 


tives which arrived during the period helped to increase 
movement of groundnuts from 16,500, in May, 1948, to a 
monthly average of 30,700 tons for nine months 

\ number of additional 2-8-2 locomotives was on order 
trom the North British Locomotive Company. “ New- 
foundland “ class engines also were delivered by the Mon- 
treal Locomotive Company. and 0-8-0-type shunters by the 
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Hunslet Engine Company. The freight vehicle situation 
improved little, in spite of delivery from the United King- 
dom of 50-ton coal hopper wagons. At the end of the 
period orders from Britain included the third class cars 
described in The Railway Gazette of January 13, 1950. 
Plans were drawn up for new passenger and goods 
stations at Lagos and other places. New works envisaged 
comprised engine sheds at Ebute Metta and elsewhere, 
additional headquarters offices at Ebute Metta, doubling 
of 25 miles of track in the Lagos suburban area, re-signal- 
ling of the main line, and an extension to Apapa Wharf. 
[he increase of passenger revenue combined with a 
decrease in passenger journeys was due to the increase from 
46 to 53 miles of the average journey. Railway-operated 
road transport showed a deficit of £14,000, due largely to 
increased labour costs and non-delivery of new vehicles. 
The competition of private road transport operators was 
felt by both the railway and its road services, in the latte: 
instance because private operators undercut the railway 
through their inability to assess economic rates and through 
the inferiority, compared with the railway, of their em- 
ployees’ working conditions. In March, 1949, a severe 
tornado swept Lagos, completely wrecking coal transporters 
at Ijora Wharf, but it was possible to obtain cranes and 
conveyors to assist temporarily in the handling of coal. 


Prospects of the Indian Railways 


HE railway budget presented by Mr. Gopalaswami 

Ayyangar, Indian Minister tor Railways, on Feb- 
ruary 21, forecast a surplus of Rs. 140,000,000 in 1950-51 
and a surplus for the current year of Rs. 110,200,000, as 
against an anticipated surplus of Rs. 94,400,000. He an- 
nounced that railway fares and freights would continue 
unaltered during 1950-51. Indian Railways, he said, had 
made a remarkable recovery in their working and were 
moving rapidly towards the attainment and maintenance ol 
a progressive standard of operative efficiency and public 
service. Punctuality ot services had gone up 
and wagon turn-round had shown a great improvement 
The priorities organisation had ceased to exist and ration 
ing had been almost replaced by free and equal oppor 
tunity to all for obtaining transport. 

* Republican India.” he said, “starts with the 
entirely State-owned: with capital-at-charge of the order ol 
Rs. 8,000,000,.000 made available by the general taxpayer. 
with railway property and assets, whose present worth 1s 
several times the amount of the capital-at-charge: rendering 
public utility service reaching out to the uttermost corners 
of this vast country: employing nearly a million workers 
both oflicers and men, whose patriotic keenness for reach 
ing and maintaining standards contributing to the great- 
ness of their country in the world is as high as that of any 
comparable sector of India’s population: and with finances 
which are sound in the present and give promise of depend 
ability in the future.” 


passengel 


railways 


Dealing with the financial results of the current year 
(1949-50), the Minister stated that the tota! gross trafhic 
receipts were now expected to be Rs. 2,251,500,000 as 


against Rs. 2,100,000.000 anticipated in the Budget esti 
mate Rs. 70,000,000 would be contributed to general 
revenues from the surplus. The Budget estimate of 
receipts for 1950-51 had been placed at Rs. 2,325,000,000 
Working expenses were estimated at Rs. 1,.560,000,000. In 
terms of the revised convention, general revenues had to 
be paid a dividend of 4 per cent. on capital-at-charge and 
a sum of Rs. 318,500,000 had been provided in the Budget 
on this account. The surplus for the coming yea 
estimated at Rs. 140,100,000. 

Since Partition, up to January 31, 1950, 447 broad-gauge 
and 51 metre-gauge locomotives have been received. The 
delivery of another 209 broad-gauge, 156 metre-gauge and 
2) narrow-gauge locomotives is expected to be completed 
during the current year. Under the agreement with the 
Locomotive Manufacturers’ Association, advice, tech- 
nicians and skilled supervisory staff will be made avail- 
able for service at the new locomotive building works at 
Chittaranjan and facilities provided for training Indian 
technicians in the United Kingdom. Production at Chit- 


YTOSS 


Was 
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taranjan will be three locomotives in 1950, 33 in 1951, 45 
in 1952, 66 in 1953 and 90 in 1954. At the end of jive 
years, Mr. Ayyangar said, locomotives entirely of Ind an 
manufacture would be turned out and the annual proc ic- 
tion would be of the order of 120 locomotives. Ten {uii- 
way lines, formerly owned by Indian States, coverings a 
route mileage of over 6,500, will come under the conirol 
and management of the Central Government from Apr. 1, 
1950, as a result of federal financial integration. 

[he capital programme for the next year provides for 


Rs. 397,500,000 for Indian Railways, including lines in 
Indian States. In addition, a sum of Rs. 60,000,000 is pro- 
vided for works to be financed from the Development 


Fund, including the construction of a 
between Kandla and Deosa in Cutch 
development of a major port at Kandla 
the loss of Karachi. A five-year plan for more passenger 
amenities, with an annual minimum provision of Rs 
30.000,000 will begin in 1950-51. 

In conclusion the Minister reatlirmed the Government's 
desire to deal with railway labour “not only justly but 
generously, and indeed to set an example in this respect 
for other industrial undertakings.” He referred to the 
setting up of a joint advisory committee containing repre- 
sentatives of organised labour and the Railway Board, 
with a Chairman nominated by the Ministry of Labour, 
for examining and removing anomalies arising out of the 
pplication of the scales of pay recommended by the 
Central Pay Commission. 

Legitimate grievances of labour, other than those which 
come under description of these anomalies, were also being 
Conditions of employment had been 
further improved. Leave rules had been liberalised and the 
Provident Fund scheme extended to lower categories of 
railway employees, whether permanent or temporary 
Daily-rated employees in railway workshops had been 
brought on to monthly rates of pay on the scales recom- 
mended by the Central Pay Commission. Conditions 
overtime work and holidays had been 
dardised. “There are plans for greater association of 
labour. wherever possible, in the administration of this 


metre-gauge link 
required for the 
to compensate for 


separately redressed. 
I ; 





regarding Stan- 


nationalised undertaking.” Mr. Ayyangar said. ~ The 
railways belong to the workers in a very real sense.” He 


hoped that labour would rise to the height of opportunities 
that were open to it and put forward its best in increasing 


both the out-turn and efficiency of the Indian Railways 
New Problems for Top-Management 

te his paper entitled “Simplification Creates New 
Problerns for fop-Management.” which he delivered 


betore the Institution of 
February 17, Mr. H. E. 


Mechanical Engineers on Friday, 
Merritt, Member of Council ot 
Institution, Chief Research Officer, British Transport 
Commission, that formerly “standardisation ~ 
variously, and confusingly, interpreted, sometimes as the 
evolving and defining standards, sometimes as 
the process of eliminating varieties, or in extreme cases as 
Simplification, in the sense of 


the 
said Ware 


process ol 


the process of design itself 
the above definition, has been increasingly and 1 
rged during the post-war period as a major potentia 
contributor to increased productivity. But it was probable 
that the need for it impressed itself on the manufacturers 
themselves before added emphasis was applied by o 
economic situation. The sudden resumption of pre-wa 
lines of production brought many problems, production 
executives had to pick up forgotten threads. workshop 
personnel had lost their touch, and main manufacturers 
were competing with each other for materials and com 
ponents from suppliers who were in a similar predicament 
In the circumstances of a sellers’ market, when only a 
few of the earlier products would have kept the factory 
busy, the excess of variety was embarrassing to all depart- 
ments. and may have obscured the causes which led to that 
situation. Those causes arose from the buyers’ market 
which existed before the war, and the various manifesta- 
tions of competition and the return of the buyers’ market 
will tend, by restoring the original causes, to produce 
similar effects unless some new factor is injected. That 
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factor must be a closer control by topimanagement 
o! the line of products and a new approach to the probiem 
o! technical development 

\ complex engineering end-product is the sum of a 
chain of manufactured materials and component,, and 
ei.) manufacturer in turn adds his contribution to the 
product of his suppliers and passes the resultant article 
forward as his own product. An arbitrary dividing line 
may be drawn between those intermediate producis which 

or could be, the subject of national or trade standards, 
‘a whose manufacturers rely primarily upon manutac- 
turing skill, and proprietary products which are the out- 
come of the manufacturer’s special engineering knowledge 
vite skill. 

Vithin the first group, tew will deny the scope for 
sunplification and for the creation of the corresponding 
stundards. But the problem is mainly one of collaboration 
between a_sociated manufacturers and users, the collection 
and analysis of a mass of data, and judicious and agreed 
selection; important as it is, it 1s not essentially a problem 
of technical development Lhe proprietary engineering 
product, which may be an end-product or a component ot 
some mechanical or functional complexity, introduces a 


much wider range of problems when simplification is 
undertaken. 
\ssume that simplification has been effected, with a 


consequent reduction in the number of varieties of com- 
ponent to be manufactured, with a corresponding increase 
in the scale of production of each. The obvious benefits 
arising from larger batches or permanent set-ups will 
follow; but if the essential character of the production 
processes remains unaltered, the resulting economies wil! 
not reach their potential maxima, the cardinal requirement 
for an increased scale of production is reproducibility 
[he scope given by a greater scale of component produc- 
tion for the refinement of manufacturing processes may 
bring about profound changes in the organisation of pro- 
duction, and experience had shown that these changes are 
not always immediately appreciated by managements 
whose needs have been met by the style of production 
associated with “ general engineering.” 

These changes arise trom the transference of skill from 
shop-floor to office. General engineering production relies 
largely on the adaptability and initiative of the craftsman; 
planning is more a matter of routing and the balancing of 
machine-loading than of detailed study of operations; 
drawings need not be overloaded with tolerances when 
much is left to the machinist or fitter; and emergencies can 
be dealt with by improvisation on the part of shop super- 
intendents and foremen, whose responsibilities include 
methods as well as control. But larger volume means new 
plant and lavout, detailed planning, the design and provi- 
sion of tooling and inspection equipment, and so on, and 
otlice skill must be built up to do this work. Meantime, 
shop superintendents and foremen cease to be responsible 
for methods, and skilled are replaced by semi-skilled 
operauions, 

The products of a manufacturing concern are defined, 
with a degree of refinement which varies according to 
circumstances, by the drawings and specifications which 
issue from what is usually known as the drawing office. 
The work that lies behind that issue can be divided into 
two major and distinct kinds of activity. The first of these 
is to evolve the broad conception of the product and the 
technical characteristics, special features, and where neces- 
sary the range and number of different types and sizes to 
be manufactured. The second is to translate the broad 
conception into detail design and to determine materials, 
tolerances, and process specifications. For the combined 
ta:k the term “design” is inadequate, and “ engineer- 
ing ” better describes it. It is no longer possible to con- 
ceive, at least in the case of concerns which rely for their 
survival on their engineering skill, that all the contributory 
activities can be provided solely in a drawing office, and 
particula:ly in the kind of blind-alley drawing office of 
which there are still. unhappily, not a few survivors 
Design, in the sense of the preparation of drawings and 
specifications, involves a great deal of creative thinking on 
the drawing-board itself, but that thinking revolves around, 
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or integrates, Knowledge and experience gained from and 
con tantly refreshed by other sources. 

These, in order of their application. are as follow: 

(1) A research department which forms a reservoir of 
knowledge, collects new knowledge by new investigations, 
and converts it into a form which the design department 
can use 

(2) A materials laboratory which advises on materials 
for new projects and (at a later stage) prepares material 
and process specifications, controls heat-treatment and 
other technical processes (machining excluded), and investi- 
gates failures. Such a department is often responsib!e for 
the inspection of incoming material. 

(3) A design department (drawing office is too narrow a 


term). On the desks and drawing«boards of this depart- 
ment all the other work of research and development 
finally converges and is converted into drawings and 


specifications. 

(4) An experimental department in which new products 
are built and tested (with scientific testing procedures, and 
the analysis of results, under the research staff). 

(5) The inspection department, which supervises all 
inspection outside the province of the materials laboratory 
It is proper that inspection should be the responsibi‘ity of 
the engineering manager and not of the production 
manager. The engineering manager is responsible lor the 
performance of the product and for the specifications 
which are necessary to secure that performance. 

The larger volume of production of each component 
demands increasing attention to detail in order to achieve 
reproducibility and reliability at minimum cost, and this 
can only be done by co-ordinating research and experiment 
with detail design. Nothing could be more dangerous 
to the future of engineering progress than the belief 
that simplification, by reducing the number of components 
with which a factory has to deal, reduces the number 
of technicians required. If the economies resulting 
from attention to detail are to be achieved, more 
and better technicians will be needed. If it is true thai 
there is scope for a great deal of simplification in engi- 
neering products (and when the whole range of engineer- 
ing products is considered there seems little doubt about 
it): if it is true that the first condition for the achievement 
of this is wiser product policy on the part of top-manage- 
ment: and if it is also true that the inyplementaiion of this 
policy rests on engineering resources which must in turn 
be authorised and encouraged by top-management, then 
the inescapable conclusion is that better products can come 
only from better management. 

The present trend in studies in the art of nmianageiment, 
as shown by publications and discussions on the subject, 
is to elaborate the administrative machinery of organisa- 
tion and management; the vital and creative spark from 
which a new business springs and flourishes, and by which 
an established business must be constantly refreshed, 
scant attention. This vital spark is product 
development. Engineering students find product-develop- 
ment in their management syllabus, but those who enter 
management courses through other avenues appear to 
escape it. Those who, with a knowledge of many top- 
managements, find amongst them subjects for this criticism, 
seldom base their criticism on the fact that the person in 
whom top-management is focused—be he called managing 
director or general manager—is not an engineer. When 
the criticism is justified, it is usuaily found that the general 
manager (say) was former'y a specialist executive and 
that he approaches his wider responsibilities from his 
earlier and narrower specialist viewpoint. This could 
happen to an engineer, a lawyer, an accountant, or a sales- 
man, although there may be differences in the relative 
degrees of probability. 

It is therefore necessary to infuse into those courses of 
training for management not designed for engineers an 
appreciation of the problems of product policy. For this 
purpose it is necessary to inculcate an understanding of 
how engineers work and how design is done. It is prob- 
able that only engineers can explain this, and engineers, for 
the sake of their industries, if not for themselves, will have 
to do more work in the field of public relations. 


recelves 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Cooper’s Bridge Loading 
February 2] 
SIR Phe ulttmate paragraph of Mi. bt. W. Roberts s 
etter in your tissue of January 27, is a statement which 
is true only for bridges of the deck type where the main 
y the 


Strong 


girders directly car track The main girders are 
likely to be quile 


oad which the ti 


| 


enougn to earry any isdlated 





The problem is not quite so simple in bridges with 
floor system, ind in this case, the greatest point load 
which may be applied is governed by the strength of the 
iil bearers ind cross girders ind ol eourse the 
connections 

It is to provide for these cases that conventiona oad 
ngs have been developed Expressing the load as 
* Equivalent Unitorn Distributed Load.” it becomes 
clear that a short bridge or railbearer (which ts virtua 

short bridge tself) must take a greate! oad 1 pro 
portion to its length than a long one In must, in fact 
be considered as carrying a group of the heaviest axles 
of the locomotive, with all disturbing effects such as the 
sow at rail joints, lurching, and hammer blow (but wit 
out the dynamic magnifier) 

fo approximate to the conditions on any given fa 

ti) tne 


way, the conventional loading must approximate t 


weights and wheel spacings of the heaviest locomotives 


ind trains in use or 
As a corollary to the varying E.U.D.L. tor varving 
rain loading, a bridge w 


ntended 


span in respect of engine and 


ilso have a certain safe E.U.D.L. in respect of Its whole 
span, and another safe E.U.D.L. for its floor system 
Yours. fait y. 
BERNARD BRAMALL 
~ Sinhasthan.” Mattumagala, Ceylon 


1 YS 


renruary oc 
Sir, —Your correspondent. Mr. E. R. B. Roberts, ts 
nothing if mot persistent ino riding his favourite hobb 
horses, but his repetition of impractic ible suggestions “n¢ 
neorrect assertions 1s getting just litthe monotonous 

| r nial 

His letter in your February | issue contains, as Usual 


umber of inaccuracies and half-truths, but he entirely 


gnores my enquiry as to whether he seriously sugge 
were Were no men with common sense and 
ve railway world today 

rey could be found, although he repeats his assertion that 
railway adminis 





/ 
ee 


i 
tk ente: prise 1 
tt and, if so, where he 
tl 

f a few such men were appointed to the 


ho int 


traille Could e Capt ed 


tration, ail the compeuttive Ld 
rail from road. Evidently St. Neots, even if it is a good 
place to see nearly empty passenger trains, is unable to 
produce the men the railways require 

Accountants have nothing to do with the fixing of tares: 
this was stated quite definitely in my letter of January 4 
In this country, stationmasters alter their fares only on 
receipt of detailed instructions from their Commercial 
Superintendent The net loss of £56,006.,000 per annum, 
quoted in my letter of January 4. was after allowing for 
the recovery from road of 200,000,000 short-distance 


average 10 miles) passengers. No doubt there wou!d also 


be a considerable transfer from road to ul of longel 
distance passengers if Mr. Roberts’s rates were adopted, but 
nothing like sufficient to wipe out a loss of £56,000,000 
The additional railway trate required to do_ this 
was given in my letter of October 12, both in passenger 
miles and passenger journeys of the same average length 
is in 1948. and the figures were so enormous as to be 
absolutely impossible of attainment. As Mr. Roberts is 
apparently unable to comprehend the figures in question, 
1 would ask him whether he seriously considers the prope: 
way to meet the increased expenditure over pre-war (more 
than double) is by reducing the pre-war average fare by 
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sometning like one-third, which i, wnat his) prop sa 
amounts to, and if so. does he know ol any other bus). es, 


Where this or anything like it has been done? 
It is manifestly absurd to assume thai the results obta: re 
} 


by reducing fares on a small branch line where the t ¢ 
had been reduced almost to vanishing point, would be 
epeated throughout the country generally if simila ¢ 


reductions were made: on similar branch lines, poss 
or medium and long-distance journeys, aot 

Mr. Roberts is indifferent to the fate of the road trons 
presumably 
He is apparently unaware that only a ¢ 


ay industry. becuuse, as he says, it ts 


la ynalised 


paratively small part of the passenger road tidustry ul 
present fully nationalised, and that even when it 
der State control, the loss which would result 
transferring all the competitive tratile to rail would ¢ 
ye borne by the British [Transport Commission. M 
transport may not have been “necessary ~ 50 years ayo 


more than Iways were just over 100 years ago t 


Ow that its greater convenience over rail transport 
short-distance traffic has been established, it will always 
‘tain a substantial portion of such traitic, even though 
oad fares 


i mile return are jot 


i . + ‘ ] 
educed to below the level! ot 


i mile single and I'd 


eS Were 


One penny 


he general moto coach fare levels ilthough there may 
possibly be some at these levels They ippear to be n e 
ke Ijd. single and 2d. return, for example, London and 
Birmingham, 110 miles, 12s. 3d. single, 19s. 3d vt 
l don and Leicester, 100 miles, 10s. 6d. single, Los 6d 
etu 
Yours faithfully 

I. 4 LAUND 

R ton. Sussex 


Revision of Regional Boundaries 


February | 
eadjustment of Regional boundaries is, 0 
natural outcome to be expected under e 
things, and the transfer of such self-contained 
systems as the old Tilbury, the Cheshire Lines. and 
v-Midland lines of South Wales, all of them well out of 
the natural sphere of the forme 


working co 
pa es was an obvious Surely, however, Ne 


SIR Some 
pposes, i 


order ot 


Ie OWNING OF 
improvement 
test wholesale transfers ust innounced are carry 


gs a little too far. in that apart from a certain tidying 
p of the map of the Regions to be—a somewhat nebulo 
vain t is difficult to see what adv intages are to acc 
to the traveller or the operating staffs 

It appears that in future a train from Marylebone 
Manchester will start off on the Western. have a sho 
ell over what is apparently still regarded as London 
fransport, then on to the London Midland Region un 
somewhere in the neighbourhood of Nottingham, over to 
the Eastern Region, and finishing up again as Londor 
Midland What fun the four bodies concerned, each pre 
sumably with its own timetable staff, should have in try 
1g to work out the schedules of the future. Surely 
‘simplification! Again, it seems that 

iture the traveller on the main north-east to sout! 

west trunk route between Leeds and Bristol will have to 
consult the timetables of three Regions instead of one 
The former Midland main line from St. Pancras to Scot 
ind appears also about to suffer unnecessary decapitation 

One of the great advantages urged for nationalisation 
(leaving out the political aspect entirely) was the greate 
simplification in working due to unification, but it is diff 
cult to see how this is to come about when old and well 
established trunk routes such as these, which have grown 
up as one entity during a century or more, are now to be 
chopped up and handed over to varying watertight 
Regions, each presumbly with its own ideas of operation 
At the best. it seems a travesty of a return to the “ bad’ 
old days of the pre-grouping era. 

Re-arrangement of certain well-known existing services 


masteriy piece ol 


t 








awa cice 
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n be an advantage if applied with due deliberation. 
{ nk Mr. Savill’s suggestion of concentrating the main 


5 ces between London and Birmingham from Maryle- 
bi over the former G.W. & G.C. joint and G.W.R 
excellent, but he does well to point out the dange 

ti wventry by such an innovation, One remembers what 

ened in a similar instance shortly after the grouping 

yen the Southern Railway decided to concentrate all 

yrincipal Portsmouth services on the L.S.W.R 
esult of Which Chicheste! y raw dea 

the present instance, would a simpler solution than 

ructing an expensive link at Rugby be to slip a 

Coventry portion from most of the down expresses at 

ington, the up trains making a corresponding briet 

» have the slip portion attached? The elimination 

e Birmingham trains from the congested L.N.W.R 

n line would give much-needed relief, and if it could 
xe accompanied by the transference of many of the Man 

chester trains to the Midland route it would leave the 
L.\.W.R. main line a little with improved pros 

pects for timekeeping particularly, one hopes, as regards 


mination of some of those maddening waits outside 


route, 


got a very 


} 
ciearel 


| 7) It might even provide the paths tor badly 
ed intermediate semi-fast trains calling at Watford, 


B Ley. 


Northampton, Rugby. Stafford and so on 
Yours faithfully, 
H. C. CASSERLEY 
Ravensbourne, Berkhamsted 


was pointed out in our article on the 


egional boundaries that “with regard to operating 
ements, Over important lines with heavy flows of 
lic, the existing operating arrangements for trains 


ic working will be preserved, including the existing 


revision O 


and 


operating motive power districts, divisions, and Regions 
Ed, R.G.] 
Railway Classes 
February 26 
Sik. Discussion on rail and road traffic and charges in- 


tegration has aroused controversy in your columns. None 
1} your correspondents seems to have tackled the inherent 
bsurdity of our present system of railway classes. Not 
do first class travel no than third 
cluss passengers, Dut the difference of comfort is only slight 
Thus we have a type of post-war L.N.E.R. carriage being 
ised as first class coach on the Kings Cross-Leeds and as 
third class coach on the Kings Cross-Newcastle services 

The provision of Pullman and sleeper facilities has even 
more complicated the situation; nobody will deny that the 
class traveller of the “ Bournemouth Belle ~ or the 

Yevon Belle” is much better off than the first class travel- 
ler on an ordinary express, though he pays less, and the 
sume can be said of the sitting first class passenger and the 

berthed * third class passenger of an Anglo-Scottish night 
express. These inconsistencies. which sprang up through 
competition in the days of private enterprise, should be 
emoved now transport has become a public service, and 
the whole system of fares and of the facilities attached to 
them should be reviewed on the principle that any passen- 
ger must be able to travel as cheaply as possible, provided 
he is prepared to put up with utilitarian accommodation and 
does not insist on speed: and any passenger must be able 
to travel as comfortably and as fast as possible provided 
he is prepared to pay the price. 

| propose that the whole system of transport fares should 
be co-ordinated with the speed and comfort of the services 
and should be organised in three classes, whose price ratio 
Nould be 3:2:1. 

The first class or Pullman class would provide passengers 
with about the same accommodation as present Pullman 
practice. Passengers would be seated in large and deeply- 
upholstered armchairs around tables in open saloons or 
compartments, and served with meals and light retresh- 
ments at their seats. On night expresses, Pullman passen- 
gers would be provided with a bed in a double-compartment 
for a reservation fee or in a single compartment for a 
supplementary charge. 

The second class or standard class accommodation would 


passengers laste! 


third 


nia 
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be the same as present third class accommodation on East 
Coast Anglo-Scottish expresses, that is, either in corridor 
coaches with six passengers per compartment or in open 
saloons, as in post-war Southern coaches. Night travellers 
would be provided with a berth in a six-berth compartment 
(as on the French railways) for no more than a reservation 
fee, or with beds in an “ improved third class sleeping car ~ 
of recent design for a substantial extra charge. 

Third class passengers would be accommodated in non- 
corridor compartment stock, with twelve passengers per 
compartment on short-distance trains and ten per compart- 
ment on long-distance trains. On inner suburban services, 
where tratlic is heavy, open stock with large standing spaces 
should be provided. 

Slow services, whether suburban, main line or branch 
line, would be * third class only.” Third class fares should 
apply also to bus services, so that the B.T.C. could provide 
either bus or train services for third class passengers, accord- 
ing to traffic needs. Through road-and-rail bookings could 
then become available On semi-fast trains, there 
would be standard and third class accommodation, the stan- 
dard passengers alone having corridors and lavatories. There 
should be suitable connections between semi-fasts, to en- 
ible third class passengers to travel from London to Scot- 
land, Wales or Cornwall in a single day 

There would be no third class accommodation on ex- 
presses. All expresses would provide buffet or restaurant 
standard passengers. On every main line there 
should be at least one daily express providing Pullman 
accommodation and this train shou!d then be “ named.” In 
addition, high-speed railcar services could be provided be- 
tween large cities and accommodate Pullman class passen- 
gers only with a supplementary charge 


also 


cars fol 


| am well aware that these changes cannot be introduced 
from one day to another, but if the B.T.C. began building 
new stock and reorganising schedules with these proposals 
in mind, it should be possible to effect the changeover by 
19SS 

Yours faithfully, 
F. E. LAMOND 

Clare College, Cambridge 


1948 Locomotive Exchanges 


February 5 

Sik,—Before being employed by my present company | 
was employed by the Southern Region in the Locomotive 
Works at Eastleigh as 
in Mr. Bulleid’s ideas 

It must be remembered that he was trying to obtain a 
high availability with a machine which had not had the 
hard-pushed development that diesel or diesel-electric units 
had. Diesel engines have been the subject of intense re- 
search tor a long time and much has been learned; but has 
the steam locomotive had the same measure of treatment? 
| think not 

The general layout of the locomotive has been the same 
for about 100 years. It must be agreed that it is a con- 
venient shape, even if it is inefficient. The idea of “ box- 
ing-up ~ the valve gear along with the inside rod and cross- 
head is sound, but the difficulties encountered, due to lack 
of experience, are great. 

It would be wrong to say that these engines are a fitter’s 
dream, or a driver’s for that matter, or to say they have 
not given or are not giving trouble in traffic. 

This is due mainly to the fact that the class contains 
a large number of new ideas, untried ideas, to the lack of 
understanding between the C.M.E.’s and the Motive Power 
departments, and to the unwillingness of certain members 
of the railway staff to adjust themselves to new ideas con- 
cerning the whole range of locomotive work 
struction, and running. 

Mr. Bulleid has made a genuine attempt to bring the 
locomotive forward, and anybody saying otherwise cannot 
be in full possession of the facts. 

Yours faithfully, 
DAVID R. G. BURNETT 
M.V. Highland Monarch, Royal Mail Lines 


a fitter-erector and I was interested 


design, con- 








THE SCRAP HEAP 


“Comes a Train of Little Ladies ~ 

According to a Reuter message, a 
train. with woman. driver, fireman, 
guard, and other women staff, ran in 
Dairen. Manchuria, on March 8—In- 
ternational Women’s Day. 


Red for Right Away 
Lack of a red cap delayed a Milan- 
Bologna train at Melegnano for 18 


min, The driver, states a  Reute 
message. staged a one-man_ protest 
strike because the stationmaster wore 


a  black-and-gold cap. Maintaining 
that he took his orders only from red- 
capped stationmasters, the driver re- 
fused to move until the deputy station- 


master, wearing a red cap. was 
urgently summoned to flag the train 
out. 


76 Years of Service 
In our issue of August 20, 1948, 
there was a reference to twelve engines 
built by Diibs & Company for New 
Zealand in 1873, one of which was 
then still working at Dunedin gas- 


works after 75 years of service. <A 
correspondent in New Zealand now in- 
forms us that this engine was ™ re- 


tired ~ towards the end of 1949 and is 
being preserved in the Early Settlers’ 
Museum. The photograph reproduced 
below shows the locomotive being 
placed in position beside Josephine, 
the Fairlie patent. 


JOSEPHINE 
+ j1872 
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*“A Mobile Greengrocer ” 

A recent unsuccessful applicant for a 
*B™ licence in the Metropolitan Trattic 
Court, Westminster, having no shop, in 
answer to a question by the Licensing 
Authority, described his business as that 
of a “ mobile greengrocer.” 


Uncontrollable Locomotive 


On January 16, the “ Olympian 
Hiawatha express of the Chicago. 
Milwaukee, St. Paul & Pacific Railroad 
met with an unusual accident. At a 
level crossing, the diesel locomotive 
came into collision with a lorry, the 
wreckage of which caused the follow- 
ing damage: 

The brake cylinders on both sides 
were struck, putting the air brakes out 
of action; the brake gear was fouled, 
so that the hand brakes could not be 
applied; a pipe connection to the main 
reservoir was wrenched off. so that all 
the engine controls became inopera- 
tive, the traction motors could not be 
reversed, and the dynamic brakes were 
iscless: and, last, one of the uncoup- 
ling levers was hit, thus uncoupling the 
locomotive from the train. 

This happened 17 miles north of 
Milwaukee on a long falling gradient, 
with the result that the locomotive 
sped onwards, with its crew powerless 
to stop it. Thanks to being warned 
immediately, the tratlic staff was ab'e to 





Dubs locomotive being lifted into the museum at Dunedin on being “‘ retired” 
afier 76 years of service (see paragraph above) 


Photo| 
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give the runaway a clear road The 
locomotive, therefore, ran on uisc -thed 
over level crossings, and even th ough 


the Union Station, until a counter «rade 
a mile beyond brought it to rest 


Special Train—£5 

A reader in Daventry took a p cture 
out of its frame and behind it fo nd 4 
receipt for hiring a special train fron 
Lydney Junction to Sharpness, | dis 
tance of about 10 miles. Price £5 
rhe receipt. dated September 11. (903, 
is signed by the stationmastet 
the “ Daily Graphic.” 


The 1912 Tram 
Taranto citizens cheered a@ flowe 
garlanded 38-year-old British trameai 
when it made a ceremonial tarewe! run 
on its way to the scrap heap. 
he tram, built by the London ¢ lec 
tric Tramway Company, was bisught 
to Taranto in 1912. when the brits! 
installed a tramway system, princi pall 
for use of sailors from British warships 
From the “ Evening Standard, 


The Old Branch Line 

i loved you long ago, but ve 
dreamed 

That you were doomed to die: you 
always seemed 

So everlasting in your lusty prime 

Defying time. 

| loved your little stations and. the 
laugh 

With which the guard 
school-boy chaff: 

| loved the woods and 
wrapped you round, 

But never knew that they were 
hallowed ground. 


returnec my\ 


fields that 


Teday, | saw you, derelict, forlo: 

With gaping wounds by time ind 
torrent torn: 

A rusty rail or two, a cattle pen 

O’er-grown with weeds, where once the 
songs of men 

Rose to salute an earlier, happier day 

So far away. 


Now all is still. a mouldering silence 
reigns; 

As nature re-assumes her old domains 

The “push and pull.” that ambled up 
and down, 

No longer carries milk churns to the 
town, 

When | was young. old friend, 
lusty, bold 

Were growing old! 


Time has no respect 
Howe’er we ma\ 


Eheu fugaces! 

For you or me 
reject 

His stealthy onslaught in our vibrant 
youth, 

Time marches on, as pitiless as truth 

Now, progress is the — sovereign 
remedy 

Prescribed for every human frailty 

And progress scoffs at immortality 

Progress has passed you by, 

Old friend. Good-bye! 
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OVERSEAS RAILWAY AFFAIRS 


RHODESIA 


New Locomotives and Stock 


| year 20 new Beyer-Garratt loco- 
mot'.es were put into service, and it is 
expected that by July this year there 
will be an additional 22 engines. A 
furt 18 locomotives should be in ser- 
vice bv March next year. By the be- 
vin og of this year 590 high-side bogie 
wagons of 424-ton capacity, 300 20-ton 
wagons, 110 four-wheel cattle wagons, 
and 75 bogie cattle wagons, were in 
ser\.ce. South Africa has supplied 258 
bogic drop-sided wagons. There are 
man: More of various types to come. 


In addition, another 25 petrol wagons 


will arrive this year, and it is hoped 
that a further 45 will be put into 
service by the Portuguese, who are 
due to supply considerable quantities 


of Jocomotives and rolling stock for the 
Beira Railway. Until all this equip- 
ment is received the rolling stock of 
the Rhodesia Railways must be used on 
the Beira Railway to the detriment of 
Rhodesian internal traffic. An addi- 
tional 25 oil wagons are expected to 
irrive early in 1951. 


West Coast Rail Link 

Prime Minister of Southern 
Rhodesia, in a letter addressed to the 
Rhodesia National Affairs Association, 
has stated that the Southern Rhodesia 
Government is seeking financial and 
technical assistance from E.C.A. for 
carrying out surveys for a railway to 
the west coast. Part of tire letter reads: 
‘Unfortunately in a project of such 
magnitude, it is not possible to form an 
authoritative opinion as to whether the 
physical obstacles can be surmounted 
within the limitations of railway eco- 
nomics. except by employing elaborate 
survey parties composed of specially 
skilled engineers, economists, geolo- 
gists Any application by Southern 
for territorial concessions 
iimed at providing a corridor to the 
West coast must be supported by evi- 
that the corridor cculd be made 
to serve the purpose for which it was 
intended.” 


lo obtain a corrido: 


line 


. ete. 
Rhodesia 


dence 


Southern Rho- 


desi: must show that the project is 
feasible, and negotiate with the ‘terrt- 
tory concerned, relying on the sym- 
pathy and intervention of the United 
Kingdom Government for support 
Suthicient to overcome the objections. 


\s regards a railway to Kunene. 


there do not appear to be any obstac es 
which modern engineering methods 
cannot overcome. but the overall 
capital cost of the project. added to the 
current operating expenses, wor'd 
render such a long railway haul wholiy 


uncconomical for Rhodesian  tratlic 
until outlets to the east coast reach 
Saturation, unless improvements = in 


transport methods and in engineering 
technique take place in the aear future 


(From our correspondents) 


to an extent sullicient to compensate fo: 
the long hau! from the we,t coast. 

Meanwhile the country has to rely 
on communications to the coast 
and to ports in the Union to proceed 
with the development of its resources to 
build up an economy capable of bearing 
the heavy expense of consiructing a 
West coast port and railways 


SOMALILAND 


Railway Development 

In the former Italian Somaliland, a 
territory of some 220,000 sq. miles, to 
which the Italians returned on Feb- 
ruary 20 as trustee administrators for 
a ten-year term under the auspices ot 
the United Nations, they had built a 
metre-gauge railway, 70 miles long. 
which connected Mogadiscio, the main 
port and capital of the colony, with 
Villaggio Duca degli Abruzzi, the main 
centre of the extensive Italian sugar 
cane, banana, and cotton plantations. 

The line crossed the Webi Scebeli 
River, the main waterway in the colony, 
at Afgoi, 163 miles from Mogadiscio, 
and then 


Case 


turned north. Adalei was 
2345 miles from Afgoi, and Villaggio 


Duca degli Abruzzi was a further 293 
miles to the north. The altitudes were 
282 ft. at Afgoi, 295 ft. at Adalei, and 
361 tt. at Villaggio Duca degli Abruzzi. 

After the war between Ethiopia and 
Italy, when Ethiopia, Eritrea, and 
Italian Somaliland were formed into 
what became known as the Italian East 
African Empire (Africa  Orientale 
Italiana) a scheme was evolved for con- 


necting the French-owned Djibouti- 
Addis Ababa railway with Italian 
Somaliland. The line- was to join the 





olen A 


Mogadiscio railway at Adalei. The final 
project was completed when war broke 
out in 1939. The new line was to have 
run north-westwards from Adalei, 
via Bur Akaba (93 miles), Iscia Baidoa. 
Uegit, and Rabdure, reaching its tem- 
porary terminus at let, 217} miles from 
Adalei, at an altitude of 1,266 ft. From 
let as far as the Ethiopian frontier in 
the valley of the Webi Scebeli River, 
which the railway would have used, it 
is a further 140 miles in a straight line. 
The line had been surveyed as far as 
let. 


According to an Italian source the 
Mogadiscio - Villaggio Duca degli 
Abruzzi railwav has been dismantled 
under the British administration. 

At Mogadiscio, a town of about 
30.000 inhabitants with fewer than 
1,000 whites in pre-war days, the 
Italians had built two stations. The 
main station was on the outskirts of 
the town facing the interior of the 


country, and there was a station in the 
port area. 


SWITZERLAND 

Blausee-Mitholz Station 
The chalet-type station building at 
Blausee-Mitholz, on the Loetschberg 
line, 454 route-miles south of Berne, 
and at an altitude of 3,195 ft.. which 
was destroyed in 1947 by the blast from 
an explosion in an ammunition depot 
in the rock near the line, has been 
replaced by a modern building of 
larger dimensions. The old building 


had been in existence since 1913, when 
the 
the 
the 


Loetschberg line was opened, and 
new building has been erected on 
same site 





New station at Blausee-Mitholz on the Loetschberg Railway (see 
paragrarh above) 








te 
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Blausee-Mitholz village, which Was 
destroyed at the same time, also has 
been rebuilt. Blausee-Mithoiz, famous 
for its limpid blue lake (whence the 
name of “ Blausee*) and its trout, has 
regained its former attraction as an 
excursion place. The explosion wrecked 
the railway for a few hundred yards on 
both sides of the station. Tratlic over 
the section was discontinued tor a few 
days pending the completion of tem- 
porary repairs which included the re- 
building of a demolished girder bridge 
Compensation paid by the military ad 
ministration to the Loetschberg Rail 
way Company for the damage sulfere4 
is said to have been about tr. 1,000,000 
(approximately £82,575) 


ITALY 


Holy Year Traffic 


Several million visitors to Rome are 
expected in Holy Yea Early in 
December. 1949, bookings exceeded 


1,500,000, and pilgrimages booked from 





Belgium, Holiand, Germany, = and 
Switzerland ajready required SO special 
return workings 

A conference in Rome in June, 1949 
held under the auspices of the State 


Railways, and attended by delegates ot 
the Holy See, various European rail- 
ways, the Wagons-Lits Company. 
other bodies. settled questions of special 
services and of strengthening 
The State Railways, despite their eflorts 
since the war, now possess only 8,400 
passenger vehicles compared with ove! 
12.000 in 1939, though the total 1n ser- 
vice may rise to 10,000 by the end ol 
this year. Much call, therefore, 
been made on other administrations to 
provide stock. In 1925, the peak pil 


others 


Nas 


grim traftic months were April, May. 
August. and September; in 1950, the 


Publications Received 

Who's Who of Consuliing Engineers. 
London: The Association of Consult 
ing Engineers, 36, Victoria Street, West- 
minster, S.W.1. 84 in. x 54 in. 197 
pp. Price t! Is. (10s. 6d. to members) 

This valuable work of 
recently issued by the Association of 
Consulting Engineers, contains — bio- 
graphical details of individual members 
of the Association, as well as extensive 
particulars of firms. 
of the book include one on tiie history 
of the 


reference, 


= ha xt 
The other sections 


Association, which was_ incor- 
porated in 1913; one setting forth its 
gains and objects: and another which 


deals with the functions and duties ot 
consulting engineers. 


Rehabilitation of the Hellenic Stat 
Railways.—The restoration next May 
of the Athens branch of the Simplon- 
Orient Express, referred to in the article 
on the International Timetable Confer- 
ence in our October 21, 1949, issue, adds 
interest to the subject of the restoration 
of the Hellenic State Railways, which is 
described in this illustrated brochure in 
English and Greek issued by the Civil 
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national pilgrimage committees in the 
various countries, which co-ordinate 
railway facilities and hostel accommo- 
dation, and so on, have been asked to 
spread the trathc move evenly. 
Pilgrim specials will be 
special treatment as frontier 
formalities. The State Railways have 
agreed to accept foreign vehicles which 
do not comply with certain’ R.LC. 
international passenge con- 
vention) 


aceod rded 


regards 


vehicle 
requirements Each 
Wil be accompanied by a_ train 
examiner with facilities for minor run 
ning repairs The load limit is 14 
bogies, except by the Mont Cenis route 
where it 1s ten. Certain ordinary inter- 
national services, including the ~ Sim- 
plon Orient Express,” will be strength- 


special 


ened. In general. pi!grim specials will 
terminate and start from one of the 
larger Roine suburban stations, such as 


Teastevere or Roma Tiburtina; the main 


passenger station, Termini, described in 
The Railway Gazette of July 29, 1949, 
issue will be reserved) for ordinary 
sery Ices 


BELGIUM 


State Railways 1950 Programme 


Works totalling tr. 4.500 million are 
to be carried out this year They in- 
clude the Brussels Junction Railway 


(fr. 470,000,000). 
(fr. 703,000,000), 


electrification works 
and = renewals (tr 
1.870,000,000).— Electrification will be- 
gin on the’ Brussels-Ostend line and 
branches from Bruges to Blankenberge 
and Knocke, and the Brussels-Liége line. 
The electrification of the Brussels-Ant- 
werp line is to be extended to Roosen- 


daal. The Brussels-Namur line will fol- 
low. A new electric line will be built 
from Ronet via Gembloers to connect 
with the Ottignies-Louvain-Antwerp 


Engineer (New Works) of the S.E.K 
(Siderodromoi tou Hellenikou Kratous, 
Hellenic State Railways), Athens. The 
wholesale devastation at the end of 1944. 
after the expulsion of the Germans, was 
followed by guerilla activities. With 
U.N.R.R.A., and subsequently with ex- 
tensive American aid in various forms, a 
vast task has been accomplished in five 
years, largely by native energy and skill: it 
comprises reconstruction of many major 
bridges, such as that over the Asopus, 
and tunnels such as that in the Vale of 
Tempe. The engineering work 
scribed in detail. with some 
illustrations 


is de- 
striking 


London Travel Survey, 1949. Lon- 
don: London’ Transport Executive, 
Westminster, S.W.1. 94 in. x 64 in. 
46 pp. Price 7s. 6d.—This book, which 
was referred to in an editorial note last 
week, describes the results of a survey 
carried out by London Transport and 
Research Services Limited between 
January 24 and April 14, 1949. The 
investigators interviewed members of 
2,695 households within the area of a 
circle of 15-mile radius from Charing 
Cross, and the results obtained provide 
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line, with a branch trom Louvan to 
Malines. 

It is hoped to finance these work» by a 
loan of tr. 2,500 million to be rais.d in 


the United States. According t the 
latest progress reports on the Br- ssels 
Junction Line, the building structue of 
the new Central Station is complete: . but 
the interior will not be completed b.fore 
July, 1951. From that time, it is plonned 
to extend the Antwerp trains to the © en- 
tral Station over the eastern per of 
tracks, and the Liege trains over the cen- 
tral pair of tracks. Full operation ©) the 
three pairs of tracks Is not expecte:! be- 
fore 1953 


GERMANY 


Improved Services 


Services in Western Germany ac to 
be improved as from May 14, when 
the summer timetable begins, by the 


introduction of twelve’ long-distince 
fast trains, trom 30 to 40° semi-fast 
trains, and two railcar connections. One 
of the latter will run between Ham- 


burg and Cologne and the other be- 
tween Hamburg and Frankturt-on- 
Vlain 


AUSTRIA 
Conference at Innsbruck 


The first international railway conter- 


ence to be held in Austria since the 
war opened at Innsbruck on January 
17 Its main object was a survey of 


goods and luggage rates now tn force in 
various countries with a view to the 
possibility of adapting them to im- 
proved goods and luggage tratlic  be- 
tween the countries of western Europe 


Delegates of Great Britain, Austria, 
Belgium, France, Italy, the Nether- 
lands, Luxembourg, Switzerland. and 
Western Germany attended. 


a very interesting sidelight) on social 
background and travel habits. More 


detailed study, mainly of casual travel. 
remains to be done before the full re- 
sults of the survey can be ascertained 
and the lessons applied. The journey to 
work naturally forms the greatest pro 
portion of all segular travel, and details 
are given of the extent to which use is 
made of the various forms of trans- 
port, as well as the average time spent 
in travel and its weekly cost to the 
household and the individual worke 
Figures are also given illustrating the 
travel habits of the different income 
and age groups 

Summer Holidays in the British Isles 
Vhis 1950 summer holiday programme 
published by Thos. Cook & Son covers 
Great Britain, Ireland. and the Channel 
Islands. and includes hote!s in_ the 
Scillies. the Shetland Islands, the 
Hebrides. Connemara, and Sark, besides 
a wide range of more frequented sea- 
side and = inland resorts. Usetul 
general information is supplied on, inc 
alia, the problems of tipping, ration- 
books, passports or travel permits fo! 
l-eland, and sailing tickets. 
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Links Between Track and Train in A.T.C. 


New magnetic materials have increased the importance of the 
magnetic system in relation to contact or non-contact links 


By J. EB. 


Vort, 


1.M L.E.E., 





Permanent: magnet inductor in 


foreground and. electromagnetic 
heyond preceding a distant signal on the Fenchurch Street 


inductor 
Southend section 


of the Eastern Region 


pf ROM the early days of railways 
the problem of ensuring auto- 
matic compliance with signal indica- 
tions has engaged attention. The 
methods proposed and adopted have 
been influenced by the means available 
for effecting a link between the track 


and a moving train. Reliable auto- 
matic train control systems in-use 
today use both links comprising 
mechanical contact with track 


apparatus and links provided by induc- 
tive Or magnetic effects. A survey ol 
developments shows a _ concentration 
on the second category, the possibili- 
which have been increased by 
recent improvements in technique and 
materials. 

The simplest form of direct contact 
A.T.C. is the automatic train stop, in 
which a trip arm on the track is raised 
When the associated signal is at danger, 
so as to strike an angle cock in the 
brake system of a train attempting to 
pass the signal. Trip action train stops 
have proved satisfactory for smooth- 
running medium-speed services up to 
about 40 m.p.h., but at high speeds 
there is risk of breakage of the trip 
arm. A form of contact ramp is the 
logical solution for reducing the 
shock of impact. 

Ramp systems may go further than 
the purely mechanical action of 
Initiating a control effect by movement 
of a plunger, shoe, or brush on the 
locomotive. The ramp being fixed, the 


ties of 


link with the train is operative irre- 
spective of the signal aspect, and the 
manner in which the locomotive 
apparatus responds may depend on an 
electrical potential In the system 
pioneered by the former G.W.R. and 
now installed on more than 2,800 miles 
of Western Region main-line track, a 


i 
ye 
~ 


M ILRS.E. 





dead ramp is associated with a distant 
signal at caution. and the lifting of 
the plunger on the locomotive breaks 
a local circuit to start a brake appli- 
cation and sound a hooter. When the 
Signal is ofl, the ramp ts energised, so 
that the locomotive relay is held by 
current from the track battery, while 
the lifting of the plunger completes a 


circuit to sound a bell. 
The latest development of the 
Western Region system has been to 


apply positive or negative polarity to 
the ramp and to fit a polarised relay 
on the locomotive, so that an extra 
indication can be given corresponding 
to double yellow on lines with four- 
aspect colour-light signalling, although 
the dead ramp is retained to give the 
most restrictive (single yellow) warn- 
ing. A detailed account of the G.W.R. 
system from its inception to the 
present time was given in The Ruilwa) 
Gazette, April 15, 1949, issue. 


French Contact System 


In the light of objections to relying 
on a particular potential at the ramp 
to give a restrictive indication, French 


experience is interesting. On many 
thousands of miles of line in France 


a system using a contact ramp, termed 
a “crocodile,” is in use in association 
with a collector brush on the loco- 
motive. Here a positive potential is 
applied to the crocodile to initiate a 
warning when the distant and home 
signals are on. A negative potential 
is applied when the distant signal is 
off. Satisfactory operation therefore 
depends on the locomotive collecting 
a potential. 


ww 


Locomotive equipped with magnetic A.T.C. receiver passing over a track 


inductor on the Fenchurch Street 


Southend line 
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Fig. 1\—Circuit of G.R.S. d.c. inductive A.T.C. system, and current 
waveforms through locomotive receiver relay 


Although contact systems have given The coil circuit of the track inductor 
satisfactory service in Great Britain is closed when the signal is off, and 
and France, trouble has been experi- the coil then retards the increase in 
enced with the fouling and icing of lines of force when the locomotive re- 
ramps in U.S.A. and with various ceiver passes over it. Consequently the 
systems tried in Germany. This gave reaction in the relay circuit is small, 
impetus to the development of non-_ the relay current not falling sufficiently 
contact systems in the latter countries, to release the contacts. A breakdown 
where inductive links are much used. of the track inductor circuit would 
: 2 operate the locomotive equipment, as 

D.C. Inductive Systems a passing a_ signal ey caution. 

Over 10,000 track-miles in U.S.A. Although the scale on which this type 
are equipped with a G.R.S. system of apparatus is installed in U.S.A. 
based on d.c. induction, the funda- 
mentals of which are shown in Fig. |. 

The locomotive receiver consists of 
a U-core carrying two windings | 
energised in parallel from a_ battery, 
one winding being in series with a 
relay coil. Normally the relay con- 
tacts are closed, and the action of the 
link is to cause a momentary decrease 
in the relay current sufficient to re- 
lease the contacts and initiate action in 
the locomotive control circuit. This is : 
achieved by a track inductor mounted 
so that there is an air gap of from 14 to 
2 in. between its pole pieces and those 
of the receiver on a locomotive pass- iH 
ing over it. When the signal is on, 
the coil on the track inductor is open- 
circuited, and the effect of the inductor 
in completing momentarily the mag- 
netic circuit of the locomotive receiver 
is to cause a large increase in lines of J 


DISTANT SIGNAL 
AT CAUTION 





a 
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points to its reliability, when a similar 
system was tried on the German State 
Railways trouble was experienced when 
passing any masses of iron near the 
track. 

A later d.c. inductive developmen: on 
somewhat similar principles is the 
Signum system, originating in Swi zer- 
land. Here the locomotive is |itted 
with transmitting and receiving in- 
ductors (Fig. 2), the transmitter (1) 
being continuously energised by the 
locomotive battery. Two track in- 
ductors (2, 3) are provided at distant 
signal locations. When the signal ‘s at 
caution an impulse is picked up in the 
track inductor circuit and receive by 
the locomotive receiving inductor (4), 
causing the operation of a relay in the 
A.T.C. circuit on the locomotive. When 
the signal is clear the track inductors 
are short-circuited by the signal irm 
with the result that there cannot be 
any effective link between the loco- 
Motive transmitting and the receiving 
circuits. 

Extension of Signum System 

Both the Signum and G.R.S. systems 
described above are really inductive 
train stops, as they respond only to one 
signal aspect and give no indication of 
line clear, or of an intermediate condi- 
tion (such as is represented by the 
double-yellow warning in the latest 
Western Region experiments). The 
Signum apparatus can be arranged to 
give more indications by providing an 
additional inductor on the track and on 
the locomotive, these being on _ the 
opposite side to the inductors shown in 
Fig. 2. It now becomes possible to con- 
nect the central track inductor to one or 
other or to both of the outside induc- 
tors according to the signal aspect, so 
that three types of response can be 
given. This system has recently been 
developed as the Stin/Metrum system to 
include a permanent magnet to give the 
“stop” indication, which operates in 
association with the wound inductors, 
generally as described above for other 
indications. 
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force and so induce an e.m.f. and 
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current impulse in opposition to the L. 








locomotive battery; thus the relay cur- 


rent falls and its contacts open. Fig. 2—-Locomotive and track equipment of Signum d.c. inductive system 
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~ RELAYS tion does not take place and the brakes 
+ 24V are applie . 
a are applied. 
ft] Whilst in this system the method by 
which the link operates the A.T.C. 
Soot. apparatus on the locomotive is open to 
FF the user’s choice, it 1s necessary to pro- 
° LOCOMOTIVE CIRCUIT vide for energising the track electro- 


magnet; but this need only be effective 
during the passage of a train, and it is 
sufficient if the supply is taken through 
- three preceding rail lengths. The supply 
to the electro-magnet is 0°75 A. at 12 V. 
Severe weather conditions, which have 


ae 
“Hy 



































pm caused trouble with contact systems of 
500~ ik A.T.C., do not affect this form of link, 

| 1000~ 2 while breakdown of the electro- 
\ Ao, 2000~ | oe i e+ | magnet circuit through any cause wou'd 
GENS ATOR | hs 6 result in the restrictive indication being 
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CAA AAA VAAL] inouctor on Locomorive given. In the form described, the sys- 
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tem provides two indications; but it can 
be adapted for more than two, while 


- i - stil retaining its characteristic reli- 
: 1000~ ability due to the permanent magnet 
£ link. 
LOCO. INDUCTOR rt 





L.._» 
TRACK INDUCTOR 
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Fig. 3—V.E.S. multi-frequency 











generator circuits and tuned track inductors 


inductive system, showing locomotive 


The magnetic link has become a prac- 
possibility only as a result of 
developments in magnetic 

A few years before the war, 
with this system, 


tical 

recent 
materials. 
during experiments 











new magnetic materials of nickel 
Ihe use of induction offers; a wide In this system the pri- 
range of indications by using several mary link is between a 
frequencies, both singly and in permanent magnet on : 
combination. the track and a simple B 
Before the war, the V.E.S. a.c. induc- magnet receiver on the 
tive system (Fig. 3) was applied exten- locomotive; the safety of 3 
sively by the German Staie Railways, the system does not de- — 
approximately 7,000 miles of track, pend on a source of 
using over 11,000 inductors, having been supply or continuity of “po ~ 
equipped by 1938 The locomotive circuits. Fig. 4 illustrates s N} -S 
apparatus consists of a multi-frequency the magnetic flux form- ‘~& 
generator feeding a multi-wound in- ing the link with this , » 
ductor. The track apparatus comprises arrangement. The de- MAGNETIC INDUCTOR ON TRACK 
inductor and capacitor combinations, flection of the receiver 
each with a resonant frequency corre- armature when passing 
sponding to one of the locomotive fre- over a track magnet DIRECTION OF TRAVEL 


quencies and having a short-circuiting 
device to render it inoperative when the 
indication with which it is associated is 
not required to be transmitted. On 


operates a vacuum valve 
directly (but in another 
form of the apparatus 
developed more recently, 


passing over an operative track inductor the receiver is made to 
there is a reaction in the locomotive in- operate = an electrical 
ductor circuit tuned to the same fie- contact). The — track 


quency, thereby releasing a re'ay which 
causes the appropriate indication to be 


magnet is fitted before 
every distant signal with 


ae RECEIVER 














given to the driver. Here again no track which = ye gr “va AT==4 S TO SS ae 
supply is necessary, but a disconnected a a Se a = 
: lishes the link with the 4 


or earthed track inductor circuit could 
result in failure to transmit a restrictive 
indication. 
Magnetic System 

_ There is an inherent weakne’s in rely- 
ing on the continuity of an electric cir- 
cuil on the track, whether carrying 
current or not, to transmit a restrictive 
indication. This feature is absent in the 
Magnetic link emp'cyed in the A.T.C. 
system brought into use officially in 
1947 after several years of experiment 
On 73 track-miles of the then L.M-S.R. 
London-Southend line (now in the 
Eastern Region). During developments, 
the Siemens & General Electric Rail- 
wa Signal Co. Ltd. has been associated 
with the production of various items of 
apparatus for this magnetic link and 
for the locomotive equipment. 


locomotive irrespective 
of the signal aspect. If 
the signal is off, an 
electro-magnet on_ the 
track is energised, and, 
being placed close to the 
permanent magnet re- 
stores the armature of 
the locomotive receiver 
before a brake applica- 
tion has time to take 
effect, at the same time 
silencing an audible indi- 
ication given when the 
armature is deflected by 
the permanent magnet. 
With the signal on, or in 
the event of an electrical 
failure of the track elec- 
tro-magnet, the cancella- 
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Fig. 4 Flux distribution around track inductor and 
locomotive receiver in permanent magnet A.T.C. 
system on the Fenchurch Street to Southend line 
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aluminium steel were introduced, 
making possibie a magnet which had a 
much larger flux output together with 
permanent characteristics. No notice- 
able deterioration has taken place in the 
permanent magnet inductors after being 
installed for 16 years on the track. 
Whilst the normal working air gap is 
4 to 5 in., sufficient to allow the receiver 
to be mounted on a spzung part of the 
locomotive, it has been found under 
test that operation does not fail until a 
gap in the order of 8 in. (or even more) 
is reached, depending on the speed of 
the train. To check engine equipment 
on the Southend line, engines when leav- 
ing the shed have to pass over a track 
magnet specially fitted below rail level, 
resulting in an overall gap of some 8 in. 
and a weak effective field strength. 


Coded Track Circuits 

The ideal A.T.C. system would be 
continuous in opezation, changes in the 
condition of the line ahead being sig- 
nalled to the driver immediately they 
occurred, instead of waiting until the 
train passed a signal location as in the 
intermittent systems described above. 
A method much used in U.S.A. and re- 
cently demonstrated in Great Britain, 
employs coded track circuits, alternating 
currents in the running rails being inter- 
rupted a certain number of times per 
second according to the condition of 
the section ahead. These current pulses 
induce corresponding ones in inductor 
coils carried in front of the locomotive, 
about 6 in. above the rails. Amp'ifica- 
tion is necessary before the induced 
pulses are applied to the decoding unit 
which illuminates the appropriate aspect 
of a cab signal and introduces brake 
control as desired. 

The po:sibilities of electronic links 
between track and train based on radar 
technique are being explored; but the 
problem arises of confining the pulses 
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Locomotive receiver used on the 


Fenchurch Street-Southend section 


showing receiver magnet pivoted between pole pieces and _ collecto: 
plate at bottom of apparatus 


to individual tracks as well as involving 
large numbers of relatively delicate 
valves in the apparatus. An _ optical 
system using a light source on the loco- 
motive and a reflector at signa!s was 
tried in Germany before the war, but 
trouble was experienced from frosting 
of the mirrors, and the system was 
abandoned. 

It is because the degree of safety 
introduced by an A.T.C. system sub- 
stantially depends on the form of 
link used that so much care has b2en 
taken to try all likely means. Some 





Locomotive equipped with Westinghouse apparatus for continuous A.T.C. 
by means of coded track circuits 


pe-mit multiple indications and controls 
more readily than others; but reliability 
of performance in all conditions is of 
first importance. 


Cost of Equipment 


In considering the application of the 
A.T.C. and the form of link emploved, 
the cost of equipment must be balanced 
with the advantages gained. The most 
complete protection is secured with a 
continuous system emp!oying coded 
track circuits; but the cost is very high 
compared with intermittent systems. 
Reasonably complete safety can be 
attained with an intermittent system as 
an adjunct to fixed signals. 

Whether a distant signal warning 
alone is sufficient for all classes of trains 
is debatable, but investigations show 
that whilst the introduction of A.T.C. 
avoids many accidents, many are out- 
side the scope of A.T.C., so that further 
elaboration may not be justified by 
results. Added value is given to A.T.C 
at the distant signal (as now usually in- 
stalled) by the proved reliability of links 
between locomotive and track that 
Operate without physical contact. For 
these the modern permanent magnet has 
introduced a stable force independent 
of any exte:nal source of energy, with- 
out the risk of fai'ure due to broken or 
earthed wires, battery breakdowns, or 
similar defects. 


FURTHER USE OF FLAT-BoTTOM Rall. 
Since the decision of the Railway Execu- 
tive to extend the use of flat-bottom rail a 
considerable miieage has been laid in Scot- 
land in plain lines and in junctions. On 
the Edinburgh Waverley-Glasgow Queen 
Street line Cowlairs East and Winchburgh 
Junction has been renewed completely with 
this type of rail, 
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Rolling Stock for New York Subway 


New coaches now being delivered are equipped 
with an electronically-controlled ventilation system 





HE Flushing subway line of the 
New York Board of Transporta- 
tion will soon be completely operated 
by new cars enabling the journey from 
Main Street to Times Square to be 
made in 54 min. less time on the local 
service and 4} min. less on the express 
service. When delivery is made by the 
American Car & Foundry Company 
and tests are completed at the beginning 
of April, all the older Interborough 
Rapid Transit cars will be taken off the 
Flushing line and replaced by 350 new 
cars, of which 250 are in service. 

The new cars are painted maroon, 
brightened with wide beige stripes above 
and below the windows, and a stainless- 
steel belt rail. Side window frames are 
designed to make a smoother exterior. 
All door windows are round, and half 
of the window in each end door is 
pivoted and can be opened by the pas- 
senger to provide additional fresh air. 
The roof is rounded to streamline the 
appearance of the car, in contrast to 
the old-fashioned monitor roof with 
side ventilators. 

Control of Air Circulation 

The car interior is improved by four 
large fans recessed into the ceiling to 
circulate air drawn in through the win- 
dows and grills to provide better venti- 
lation. For the first time in New York, 
fans and car heaters operate under elec- 
tronic controls, governed by a thermo- 
stat sensitive to car temperature 
changes. The ventilation and temper- 
ature control system gives warmth in 
the winter and comfortable atmosphere 
in the summer. 

The new system “senses” the tem- 
perature of the outside air and regulates 
the speed of ventilating fans in keep- 
ing with conditions in the cars. The 
electronic controls react sensitively to 


temperature change and can detect 
shifts brought about by an increase or 
decrease of the passenger load; for ex- 
ample, if a car suddenly were to take 
on 80 passengers at one station, the 
ventilating fans would be speeded to 
accommodate the increased load. At 
the next station, again the automatic 
controls would make correct adjust- 
ments, according to the number of pas- 
sengers alighting and boarding. 

The interior is cheerful and bright. 
Fluorescent lights make newspaper 
reading easier, and the bright lights em- 
phasise the contrasts of tan plastic seat 
covering, blue-green interior trim, and 
the red floor. 

The conductor opens and closes the 
doors from a sheltered position in a 


x 


motorman’s cab at about the centre of 
the train. He stands on a step in the 
cab, and through the cab window opens 
and closes the doors and watches the 
passengers as they detrain and entrain. 
The timetable staff is now _ pre- 
paring new train schedules which will 
take full advantage of the higher speed 
and faster starting and _ stopping 
features of these new trains, and at the 
same time signal timings on_ the 
Flushing line are being adjusted. 


ROAD ACCIDENTS IN 1949.—Figures issued 
by the Ministry of Transport show that 
during 1949, 176.779 persons were killed 
or injured in 146,736 road accidents in 
Great Britain. This was the highest total 
of road casualties for any year since the 
war, and was 23,382, or 15 per cent., more 
than that for 1948. The deaths numbered 
4,773, an increase of 260 compared with 
the previous year, although less than for 
any other year since the war. The seri- 
ously injured totalled 43,410, an increase 
of 10,343 over the 1948 figure. The 
Ministry points out that in 1948 the road 
accident position improved. but that that 
was not maintained in 1949, when nearly 
300.000 additional vehicles were licensed 
and more petrol was available. The best 
feature of the 1949 records is a reduction 
in the number of child deaths. The. fol- 
lowing figures show casualties for 1938 
and recent years:— 


Seriously Slightly 

Deaths injured injured 

1938 -. 6,648 50,975 175.878 
1945 nee 5,256 32 537 100,505 
1946 nw Sa 36,588 120,896 
1947 4,881 35,697 125,621 
1948 4,513 33,067 115,817 
1949 4,773 43,410 128,596 


Road casualties during December totalled 
16,513, including 537 killed and 4,200 
seriously injured. Compared with Decem- 
ber, 1948, there was an increase of 399 in 
the total casualties and of 587 in the seri- 
ously injured, the latter being the highest 
for December since 1941. 





Coach interior, showing: fluorescent lighting, and ventilation grills in roof 
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Additional Locomotive Power for East African Railways 


More metre-gauge Beyer-Garratt locomotives 
of the 4-8-4 





oe aca 


First of the new ‘“ EC3” class 


—_. 


Beyer-Garratt locomotives leaving 


4-8-4 and 4-8-2 


Nairobi workshops 


HE transport services of Kenya & 
Uganda and Tanganyika, now 
grouped together as the East African 
Railways & Harbours, are among the 


Cab of Beyer-Garratt * EC3” 


most important undertakings in tropical 
Africa. There has been a considerable 
awakening of interest in the general 
development of the African continent 





2-8-4 types 


not only in British circles, in whic _ its 
problems have for so long been pr ni- 
nent, but also in other parts o! ‘he 
world. A new phase has opened for 
African transport in the translatio of 
its railways, originally built as stra gic 
lines or for preliminary developn -nt, 
into co-related systems to tap all pc en- 
tial trade areas 

Since the original schemes of pio eer 
days, when railways were built wu: der 
great difficulty with restricted fi nds 
from the coastal port up the escarpr ent 
to the interior plateau, trade as 
developed, new populations have ben 
built up, and now the urgent need jas 
arisen for the links by longitudinal 
lines from north to south. After the 
exploration of the African interior 
begun by Livingstone in 1849 and the 
promotion of the railway by the 
Imperial British East Africa Company 
in 1890, there has been continuous 
railway development based on the early 
Uganda project. The metre gauge was 
originally chosen because of its exten- 
sive use in India and the consequent 
availability of rolling stock in emer- 
gency. 

It is easy to criticise such a 
choice and also to deprecate the perse- 
vering efforts of the construction engi- 
neers in the early days, but when the 











class 4-8-4+ 4-8-4 locomotive 
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firs railway survey was undertaken, 
ma» of the territory were not avail- 
ind a choice of location depended 


adil 

on xploration. During the past half- 
cen iry, Kenya and Uganda have 
rap ‘ly developed in importance and 
the railway has been called on to 
nar ile ever increasing traffic. Traffic 


ha: increased by 70 per cent. in the 
pas 10 years and the Kenya & Uganda 
Sec on is a very good example of a 
ssful narrow-gauge Colonial rail- 
wa: and has the distinction of being 
on of the few in Africa operating at a 





With the increase in traffic, this rail- 
way has been faced with the need for 
increasing the capacity of its line, and, 
whilst progressively increasing — the 
weight of rail for many years, it has 
followed a policy of the use of articu- 
lated locomotives for its heavy trains. 
Notable amongst these have been the 
4-8-4 4-8-4 Beyer-Garratt locomo- 
tives of the “EC3~” class originally 
supplied to the railway in 1939 after 
the successful use of various other 
types of Beyer-Garratt locomotive of 
the “EC1” and “ EC2” classes. The 
original 12 engines of the “ EC3 ” class 
have been occupied chiefly in handling 


Sista 


“ EC6’ 





class Beyer-G 
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ihe heavy mail trains between Mom- 
basa and Nairobi and up the escarp- 
ment to Nakuru. With their 4 ft. 6 in. 
coupled wheel they are able to maintain 
the relatively fast timings over the 1:5 
per cent. uncompensated grades. Some 
remarkable figures have been obtained 
in operating this class with 200,000 
miles between general repairs and an 


excellent record of continuous high 
mileages since their introduction in 
1939. During the month of October, 


1949, seven of this class did over 7,000 
miles, two over 8.000, and the monthly 
average was 6,685 miles. The table 





** EC3” class Beyer-Garrati locomotive East African Railways & Harbours 


below gives some indication of the per- 
formances obtained : — 


COMPARATIVE MILEAGES AND STATISTICS 
° 


F ‘‘EC3”" CLASS LOCOMOTIV.S 
1946 1947 1948 

Total mileages for 12 engines 659 508 717,775 762,179 
Average miles per annum per 

engine +s 54,967 59,814 63,515 
Total no. of days in shops 

(not available for traffic 838 740 779 
Average no. of engines avail 

able for traffic 9-11 9-52 9-30 
Average miles per month per 

engine available 5,946 6,198 6,715 
Average miles per day per 

engine available 198-2 206-6 223-8 


Average miles per © EC3’ class locomotives for the 


year 1948 81,954 miles. 
The railway has recently taken deli- 
very and placed in service a further 
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arratt locomotive, East African Railways & Harbours 
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18 of this class. They have been 
supplied in accordance with the amend- 
ments to the original design required 
by the Chief Mechanical Engineer, 
Mr. Go:don Gibson, M.1.Mech.E., 
M.I.Loco.E., under the supervision of 
the Crown Agents for the Colonies. 
Ihe railway has also_ recently 
received six of the light-type metre- 
gauge standard Garratt locomotives 
now designated class “56” (“ EC6”). 
These engines, part of an order origin- 
ally destined for Burma, are a further 
variant of the light-type standard proto- 
type, two of which were consigned to 





Kenya. These two original engines, 
known as “ECS,” and now transferred 
to Tanganyika where others of the class 
are in Operation, have completed over 
80,000 miles each without any failure. 
The class “56” follow closely the 
original design which was described in 
our issue of June 29, 1945, except that 
they are built with an axleload of 11 
tons instead of 10 tons and have in- 
creased fuel capacity. They operate, 
on the caboose system, the regular 
Uganda Mail trains between Kampala 
and Nakuru, a round trip of 858 miles. 

The 18 engines of the “58” class 
follow closely on the successful design 
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Assembled boiler and engine units after 


at Kilindini Harbour 


of the prototype which was fully 
described in our issue of July 21, 1939, 
but with certain important differences. 
chief amongst which has been the 
arrangement for oil burning to conform 
with the general policy of this railway, 
which now has more than half of its 
locomotives so fitted. The arrangement 
of the oil burning is in accordance with 
the design as perfected on this railway 
and is effected by the provision of two 
burners located under the front of 
the foundation ring on each side of 
the central trough in the flame pan 
which allows the passing of the steam 
pipes. 

Such an arrangement allows the flame 
pan to be set low with ample depth, 
and the complete apparatus can_ be 
separated from the firebox by detaching 
the flame pan from the foundation ring. 
In the prevailing atmosphere the rail- 
way have found it of benefit to com- 
bustion to introduce auxiliary air inlets 
by way of tubes through the bottom of 
the flame pan near the burner outlet. 

The increase in the _ permissible 
height of the loading gauge has enabled 
the dome to be raised in height to 
accommodate a Melesco patent tangen- 
tial steam dryer and to improve the 
steam space and dry off-take. The cab 
roof has also been raised by 12 in. and 
the chimney increased in_ height 
externally to correspond. The boilers 
are now provided with Afloc con- 
tinuous blow-down equipment and two 
Davies & Metcalfe No. 12 LM type live 
steam injectors. An interesting addi- 
tion has been the gauge, fitted in the 
cab, which is graduated in inches of 
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water to indicate the 
smoke-box vacuum. 
In the new design 


the cylinders have been 
increased from 16 in. to 
164 in. dia. and piston 
tail rods have been in- 
troduced with adjustable 
external guides to mini- 


mise wear. The bogie 
frame has been re- 
designed and manufac- 


tured by Beyer, Peacock 
in the form of a one- 
piece steel casting - in- 
stead of the built up 
type previously used. 
Lubrication in general 
is effected by one Wake- 


field sight-feed —lubri- 
cator for air com- 
pressors and exhaust 


ball joints and with two 
Silvertown mechanical 
lubricators for piston 
valves, cylinders, _ tail 
rods, steam ball joints 
and the pivot centres. 
In view of the de- 
cision made as to the 
standardisation in such 
things as couplers and 
brake equipment, con- 
sideration has been 
given to the adoption of 
the vacuum brake. Two 


off-loading 


engines are fitted with 
dual brake equipment compris- 
ing vacuum and Westinghouse air 
brake for the train and Westing- 
house automatic and straight air 
brake for the engine. The vacuum 
brake ejector is of the latest SSJ 
type supplied by the Vacuum Brake 


Co. Ltd., mounted on the side of the 
boiler outside the cab; the remaining 








March 10, 1 50 


engines are fitted with Westin 


use 
air brake equipment as previous! sup. 
plied. We understand that the rail 
way proposes to undertake ex’ isive 
trials with these two dual fitted lo \mo- 


tives, especially on the subject the 


use of the vacuum brake at the cher 
altitudes. an important point whe one 
bears in mind that the line rises t: over 
9,000 ft. An improvement has been 
made in the arrangement of the and 
brake, which is now operated by : eans 


of a hand wheel on the 
cab. 

One distinctive feature of the new 
engines which may enable them to -how 
economies over the original type ; the 
fitting of the Hadfield power rc .erse 
sear. This railway already has a um- 
ber of Beyer-Garratt locomotives «! the 
* EC6”™ class fitted with this new | \wer 
reverse gear, and experiments have 
shown that with it positive locking is 
achieved, fear of creep is removed | rom 
the driver, and an accurate selection of 
the exact cut-off is possible unde» all 
speeds and conditions. An additio), has 
been made to the Stone’s electric |i cht- 
ing equipment by the provision of cight 
motion lamps, two on each side of each 
unit, to illuminate the motion and rods. 
The “EC.6” class are fitted with the 


back © the 


makers’ latest self-adjusting pivot 
centre. 

The acquisition of this new fleet of 
powerful articulated units will un- 


doubtedly make a considerable ditfer- 
ence to the whole railway, representing 
as it does, nearly 1,250,000 Ib. of trac- 
tive effort. The strain on deferred 
maintenance to locomotives and _ roll- 
ing stock has already been eased by 
intensive effort, but the arrival of these 
engines will give further opportunity 
(Continued on page 285) 





Unloading boiler unit of “* EC3” class locomotive from ss. ‘‘ Clan Maclennan 
at Kilindini 
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RAILWAY NEWS SECTION 


PERSONAL 


NIOR MINISTERIAL APPOINTMENTS 

d Lucas of Chilworth has been 
ap; inted Parliamentary Secretary to the 
Mi stry of Transport; Mr. L. J. Calla- 


gh who held that post in the last Gov- 
ern ent, now goes to the Admiralty as 
Par amentary & Financial Secretary. 


er new appointments include those 
of Mr. T. F. Cook as Parliamentary 
U: ‘er-Secretary of State for 
th. Colonies and Lord Holden 
as Parliamentary Under-Secre- 
tar. of State for Commonwealth 
Re ions. 


e President of France and 
Madame Auriol were accom- 
pared on March 7 on the presi- 
dential train from Paris to 
Calais and on the French rail- 


Wi cross-Channel steamer, 
Arromanches, from Calais to 
Dover, by Monsieur Pierre 


Tissier, Chairman of the French 
National Railways. Monsieur 
Tissier is similarly accompany- 
ing the presidential party on 
the return journey from Dover 
to Paris after having taken ad- 
vantage of his visit to renew 
contact with officers of the 
British Transport Commission 
and the Railway Executive. 


CANADIAN NATIONAL RAILWAYS 

Mr, W. H. Hobbs, Secretary 
of the Canadian National Rail- 
ways, has been appointed Vice- 
President, Personnel. 

Mr. D. I. Grant, K.C., has 
been appointed Secretary of the 
Canadian National Railways 
and subsidiary companies, 

Mr. W. H. Kyle, General 
Manager of the Central Region, 
has been appointed Assistant 
Vice-President, Operation, at 
system headquarters in Mon- 
treal. 


Sir Laurence Merriam has 
now completed his exarminition 
of the controls in the Board of 
Trade, and relinquishes his 
special appointment as Exam- 
iner of Controls, which he took 
up in February, 1948. 


SOUTHERN REGION MOTIVE POWER 
DEPARTMENT 

In connection with a reorganisation in 
the Motive Power Department, Southern 
Region, British Railways, the following 
appointments have been made:— 

Appointed District Motive Power Super- 
intendent:—Messrs. G, L. Nicholson, 
Stewarts Lane; R. D. Steele, Nine Elms 
(temporarily located at Woking); J. 
Rodgers, Brighton; F. L. Howard, Ash- 
ford; W. H, Nicholson, Eastleigh; A. W. 
Johnston, Exmouth Junction. 


\ppointed Assistant District Motive 


Power Superintendent :—Messrs. G. 
Shears, Stewarts Lane; J. Urie, Brighton. 

Appointed Assistant District Motive 
Power Superintendent & Locomotive 


Shedmaster:—Messrs. S. C. Lane, Ash- 
ford; S. C. Townroe, Eastleigh; S. A. 
Webster, Exmouth Junction. 

Mr. A. Winchester, Shed Superintendent, 
Stewarts Lane, has been appointed Assis- 
tant to Motive Power Superintendent 
(C:eneral) at Waterloo, 





Mr. D. H. C. du Plessis, Chief Staff 
Manager, South African Railways. who, 
as recorded in our February 24 issue, has 
been appointed Deputy General Manager. 
was born in 1898, and entered railway 
service, as a clerk at Johannesburg, in 
1915. He served successively in the then 
Assistant General Manager’s and General 
Manager’s Staff Offices until 1931, when 
he was appointed to the post of Super- 
visor, Transport Competition, Johannes- 





Mr. D. H. C. du Plessis 
Appo:nted Deputy General Manager, 
South African Railways 


burg, in which he formed a liaison be- 
tween the South African Railways and the 
Central Road Transportation Board. In 
1934 he became Secretary to the Railway 
Board, and he served the Minister and the 
Railway Board in that capacity until 1937, 
when he returned to Johannesburg as 
Superintendent (Parliamentary). In 1939 
he was appointed System Manager. 
Bloemfontein, and four years later was 
promoted System Manager, Johannesburg. 
In October. 1945, he was made Chief Har- 
bour, Shipping & Development Manager, 
and he became Chief Staff Manager in 
February, 1949. In 1934 Mr. du Plessis 
was Secretary to the commission which, 
under the Chairmanshiv of Sir Guy 
Granet, investigated the working of the 
South African Railways; and in 1947 he 
was appointed a member of a Royal Com- 
mission to report on railway overation in 
Western Australia, the Australian mem- 
ber of the commission being Mr. Alexan- 
der J. Gibson. In 1946 Mr. du Plessis led 
the S.A.R. mission which visited the 





United Kingdom, Sweden, Switzerland, 
Holland, Belgium, Canada, the U.S.A.. 
Argentina and Brazil. 


Mr. A. A. Gardiner, General Passenger 
Traffic Manager, Canadian National Rail- 
ways, arrived at London Airport on 
March 6. Mr. Gardiner is visiting the 
offices of the C.N.R. in Great Britain and 
on the Continent, and he attended the West 
End Passenger Agents Dinner in London 

on March 8. 


Mr. A. McCulloch, Station- 
master, Glasgow (Suchanan 
Street), Scottish Region, British 
Railways, has been appointed 
Stationmaster, Perth. 


Dr, L. J. Haydon, Chief 
Medical Officer, Southern Re- 
gion, British Railways, has -cen 
appointed to the substantive 
rank of Colonel, R.A.M.C. 
(T.A.). Dr. Haydon joined the 
R.A.M.C, (T.A.) in July, 1939, 
and during the war held various 
appointments in the Middle 
East, being appointed A.D.MS., 
56 Area, in 1945. In 1946 he 
was appointed Chief Medical 
Officer of the Southern Rail- 
way. In November, 1948, he 
rejoined the R.A.M.C, (T.A.), 
and was posted as A.D.MS., 
Ist A.A. Group, 


LONDON MIDLAND REGION 
STAFF CHANGES 

The following staff changes 
are announced in the London 
Midland Region, British Rail- 
ways :— 

Mr. L. T. Podmore, Assistant 
to District Operating Superin- 
tendent, Preston, te be Assis- 
tant District Operating Super- 
intendent, Derby. 

Mr. I. Parkes, Assistant to 
District Operating Surerinten- 
dent, Liverpool (Lime Street), to 
be Assistant to District Operat- 
ing Superintendent, Preston. 

Mr. W. J. H. Stanier, Assis- 
tant District Motive Power 
Superintendent. Bank Hall, to 
be Assistant District Motive 
Power Superintendent, Long- 
sight. 


We regret to record the death in Buenos 
Aires of Mr. W. R. J. Murray, M.LC.E., 
who retired in 1946 from the position of 
Stores Superintendent, Buenos Ayres 
Great Southern and Buenos Ayres Western 
Railways. He began his engineering 
career by taking the engineering course at 
the Heriot Watt College, Edinburgh, and 
subsequently served his apprenticeship in 
the Chief Engineer's Department of the 
Caledonian Railway. In 1908 he joined the 
B.A.G.S.R. as an Assistant Enginecr. 
Three years later he took charge of 
various new extensions, and was District 
Engineer on the Dolores, and afterwards 
on the Home District. He then acted for 
two years as Engineer in charge of the Rio 
Negro irrigation works, carried out by the 
railway company on behalf of the Argen- 
tine Government. In 1925 he was ap- 
pointed Maintenance Engineer. Except for 
a period of three years, during which he 
was in charge of new extensions, he occu- 
pied that position until his appointment as 
Stores Superintendent in 1937. 
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Mr. W. L. Ada, B.Eng., M.Inst.T., 
A.M.LE. (Australia), who, as recorded in 
our February 17 issue, is retiring from 
the position of Chief Electrical Engi- 
neer. New South Wales Government 
Railways, completed his education at 
Sydney University, where he held a 
Peter Nicol Russell scholarship and gradu- 
ated with honours in mechanical and elec- 
trical engineering in 1909. He has béen 
employed in the Electrical Branch of the 
New South Wales Government Railways 
since that date. He served in the Power 
Section for 17 years. and held the posi- 
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the Festival of 
Britain, 1951. He will work under the 
direction of the Festival Design Group 
and in close association with the Ministry 
of Works, local authorities, British Rail- 
ways and other bodies concerned with 
this problem. 


Street Decoration for 


Mr. John Pelham Maitland, M.B.E.., 
F.S.A., M.I.Loco.E., is retiring from the 
position of Running Shed Superintendent, 


Motive Power Department, Nine Elms, 
Southern Region. He was born at 
Croydon on March 31, 1890, and was 
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that he was lecturer at the super sors 
course at Derby School of Transport ati 
the dissolution of the panel in 194 

Mr. R. W. J. Mackay, B.Sc., M_ ng, 
B. Econ., A.M.I.E.E., M.I.E. (Aust: jia), 
who, as recorded in our Februa 17 
issue. has been appointed Chief Ele. ical 
Engineer of the New South Wales yV- 
ernment Railways, joined the engin. ring 
staff of the Australian Westinghouse _ lee- 
tric Company in 1924, and was en .ged 
on design, planning and erection of lec- 
trical equipment for that firm — intil 





W. L. Ada 


Mr. 


Chief Electricai Engineer, New South Wales 
Government Railways, 1946-50 


tions of Electrical Superintendent, Assis- 
tant Power Superintendent, and Power 
Superintendent. For ten years he was 
Chief Assistant Electrical Engineer, before 
being appointed Chief Electrical Engineer 


in 1946. In 1927 Mr. Ada_ visited 
America and England to _ investigate 
various power station and sub-station 
problems. He has also represented the 
New South Wales Department of Rail- 
ways on the Electricity Supply Associa 
tion of Australia and on various com- 
mittees of the Standards Association of 
Australia. 


Mr. John Bain, Managerof the Glasgow 
(Buchanan Street) office of Thos. Cook & 
Son Ltd., retired on February 28, but 
will remain at his office in an advisory 
capacity until May 31. He will be suc- 
ceeded by Mr. G. W. Adam, Manager of 
the St. Vincent Street office. Glasgow. 


Mr. Jack Howe. Chartered Architect 
and Industrial Designer, has been 


appointed Co-Ordinating Designer for 


Mr. 
Appointed Chief Electrical Engineer, New South 
Wales Government Railways 


educated at Croydon High School and 
Brighton Technical College. He joined 
the L.B.S.C.R. as a premium apprentice in 
1907, and was appointed Locomotive 
Inspector at Brighton in 1912. During the 
1914-18 war he served with the Royal 
Sussex Regiment, and later with the Royal 
Engineers. In 1920 he was promoted 
(Locomotive) Yard Foreman, and four 
years later was given charge of the New- 
haven Locomotive Depot, a post he held 
until 1929, when he took over the Bognor- 
Littlehampton district. In 1935 he took 
charge of the New Cross Gate-Norwood 
area, and he was appointed to Nine Elms 
in 1939, 


A printers’ error occurred at the end 
of the paragraph in our last week’s issue 
concerning the appointment of Mr. A. L. 
Owen as District Engineer, Bradford, 
London Midland Region. In referring to 
the fact that he was a member of the 
L.M.S.R. (and later London Midland 
Region) Permanent Way Educational 
Panel, 1946, it should have been stated 


R. W. J. Mackay 


awarded the Walter & Eliza Hall Engi- 
neering Travelling Fellowship in 1926. 
For two years Mr. Mackay gained experi 
ence on electric railway systems and in 
power plants in the U.S.A., England, 
France, Germany, Switzerland and North- 
ern Italy. He returned to Australia in 
1928, and was appointed a lecturer at 
Sydney University. In 1929 he joined the 
New South Wales Department of Rail- 
ways. and after varied experience in the 
Electrical Branch was appointed to the 
post of Chief Assistant Electrical Engineer 
in 1946. 


LONDON TRANSPORT APPOINTMENTS 

The London’ Transport Executive 
announces that Mr. D. McKenna, Rolling 
Stock Superintendent, Railways, has been 
appointed Joint Commercial Manager with 
Mr. J. H. F. Benford. 

To fill the vacancy caused by the 
transfer of Mr, McKenna to the Com- 
mercial Department, Mr. G. S. Bingham 
has been appointed Assistant Mechanical 
Engineer (Running). 
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‘ernatives to Steam Motive 
Power 


recent paper to the Engineering & 
Sci atific Association of Ireland, on 
“Modern Trends in Railway Electrifica- 
tion. Mr. J. H. Cansdale, of the Traction 
Department, British Thomson-Houston Co. 
Ltd. said that, though most railways still 
operated steam locomotives, the supremacy 
of sicam was now being strongly challenged 
by other forms of motive power. Through 
out America, there was a very strong trend 
iw. from steam, and nearly all new loco- 
mot:ves there were diesel-electrics. 

ese locomotives were also being used 
increasingly in other countries, but it would 


—_ 


A 


be « mistake to assume that diesel-electrics 
were necessarily the best type for every 
rauway. 

Pointing out that most of the alterna- 


tives to steam traction utilised electric 
pov in some way. Mr. Cansdale pro- 
ceeded to discuss these various methods 
briefly. and to consider their relative merits 
and economic spheres. 


For city and suburban services, which re- 
quire frequent trains and stops, there was 
no alternative to electrification; for tube 
railways it was the only possible form of 
and for suburban railways with 
hea\ y traffic it had every advantage. The 
question of main-line electrification was 
more complex; it could only be justified in 
certain circumstances, and the alternative 
of using diesel-electric locomotives might in 
some cases be preferable. 

Electrification offered particular advan 
tages on lines which had reached the limit 
of capacity under steam traction, as elec- 
tric power would enable the track capa- 
city to be increased by as much as 50 per 
cent This was especially noticeable on 
single-track lines through difficult country, 
where doubling the track would involve 
costly civil engineering work. 

Diesel-electric locomotives had _ great 
advantages over the steam locomotive for 
long routes where coal and water were 
scarce: the availability of oil was another 
favourable factor. In the British Isles, 


poy cr. 
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where distances were comparatively short 
and coal and water were readily available, 
it was unlikely that the diesel-electric would 
supersede the steam locomotive to the ex- 
tent that it was doing in America. 

Although the thermal efficiency of the 
gas-turbine was lower than that of the 
diesel engine, in round figures, 20 per cent. 
as compared with 30 per cent., it should be 
possible to use a cheaper grade of fuel oil, 
or equivalent pulverised fuel, which would 
counterbalance this lower efficiency. For 
the same locomotive weight, the gas-turbine 
would give approximately twice the horse- 
power of a diesel engine. 

In conclusion, Mr. Cansdale stressed that 
the different forms of electric traction as 
they have been developed for railway ser 
vice each has its own particular sphere in 
which it offers economic disadvantages. 


Additional Locomotive Power of 
East African Railways 
(Concluded from page 282) 


for the railway to meet its traffic 
demands in full. adequately cover its 
repair schedules, and assist in the im- 
provements in the standard of main- 
tenance. 

The principal dimensions and other 
particulars of the “EC3” class loco- 
motives are as follow:— 


Cylinders (4), dia. * stroke 164 in. 26 in- 
Coupled wheels, dia 4ft.6in 
Wheelbase, rigid 10 fe.0in 
Axleload 11-75 tons 
Adhesive weight 94 tons 
Fuel capacity (oil) 2,375 gal 
Water capacity 6,000 gal 
Total weight (in working order) 186-3 tons 
Tractive effort at 85 per cent. b.p 49,030 Ib 
Tractive effort at 75 per cent. b.p 43,260 Ib 
Boiler pressure : 220 Ib./sq. in. 
Heating surface 
Tubes ... Bt , 1,981 sq. fe 
Firebox (incl. syphons) 221 sq. fe. 
Total evaporative 2.202 sq. fe. 
Superheater 477 sq. ft 
Total 2,679 sa. fr 


Grate area 48°5 sa. fe. 
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Parliamentary Notes 
Petitions Against Private Bills 
Petitions against the British Transport 
Commission Bill have been deposited by 
the Caerphilly Urban District Council, 
Cheshire County Council, East Midlands 


Electricity Board, Nottingham Corpora- 
tion. the Gas Council, the Metropolitan 
Water Board, River Trent Catchment 
Board. and Hornchurch Urban District 
Council. 

Petitions against the Manchester Ship 
Canal Blil have been deposited by 


Corn Products Co. Ltd., the British Trans 
port Commission, Trafford Park Estates 
Limited and Trafford Park Company, 
Trafford Park Traders’ Association 
Limited. Arthur Guiness. Son & Co. Ltd.. 
Park Royal Development Co. Ltd., 
Cheshire County Council, and the Liver- 


pool Lighter & Barge Owners’ Associa- 
tion. 
MALAYAN TRAIN BLOWN Up.—An explo- 


sion caused by terrorists blew a train off 
the rails, killing a police constable and 
injuring two British soldiers and a ticket 


collector. six miles from  Mantakab, 
Penang, Malaya, on March 6. 
MOND NICKEL FELLOWSHIPS, 1950.—The 


Mond Nickel Fellowships Committee in- 
vites applications for five Fellowships of 
an average value of £750 each for 1950. 
They will be awarded to selected British 
candidates with a degree or equivalent 
qualifications to enable them to obtain 
wider experience and additional training in 
industrial establishments at home or 
abroad to qualify them for employment in 
senior technical and administrative 
positions. Each Fellowship will cover 
one full working year. Particulars and 
application forms are available from the 
Secretary, Mond Nickel Fellowships Com- 
mittee, 4, Grosvenor Gardens, London, 
S.W.1. and completed application forms 
are required by June 1, 1950. 











Officers of the Royal Engineers (Transportation) Supplementary Reserve at the twenty-fifth annual dinner held at the Criterion 
Restaurant recently (see our February 24 issue) 
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Ministry of Transport Accident Report 


Hardwicke 
Region, British Railways , 


Colonel D. McMullen inquired into the 
accident which occurred at about 5.55 p.m 
on June 28, 1949, at the Hardwicke occupa 


tron crossing between Yate and Wickwa 
London Midland Region. when the 5.15 
p.m. passenger train. Bristol to Birming 
ham. composed of five bogie coaches 





London 


Crossing, 
June 28, 


restricted 
Rungeworthy signal 


the gates js 


is did the car on this occasion, ts 
by a cutting and the 
box until a point § ft 
reached, at which point a 

obstruct the line Here a view as far 
is the overbridge (some 650 yd.) is obtained 
ind smoke or! | beyond 


nside 


vehicle does not 


steam could be seen 











Vidland 
1949 


and carts as esult of the 
view of an up train. Both he and at 
farme said they understood the s 
cance of the signals and the Sunday 
ing, and he was in the habit of obs« 
their aspects. The other farmer 
looked at the signals and remarked 


horses 


Sald 









































drawn by a Class 4P 4-4-0 engine. travel! vat A sight of the up sigt shown on cannot see the up line signal fron 
ling at about 50 m.p.h., collided with the diagram ts obtained from main crossing. We are used to doing w 
private motor-car, which was carried 140 oad for 20 ft. but lost soint 37 ft them as they are fairly recent.” N 
yd.. after which it fell down the embanh from the gate. View of the up line when the farmer, his wife. nor the lab 
nent ipproaching from the east formerly was ever consulted the signalman, althoug 
The car was driven by the wife of the obstructed by hedge vhich has since other farmer had done so, but only 
owner of the farm served by the crossing. been removed Wishing to ike a threshing ma 
She received cuts and bruises suffered \ verag of 120 puss in 24 h “cross 
severely from shock, and had to be de 1d speeds are high. particularly on the Phe driver of the train, who knew 
tained in hospital. The car was complete p line The signal box was constructed oute well, said he was running at 
wrecked. but the engine received onl 1941. It is closed on Sur SO m.p.h The engine was not wo 
superficial damage Its) jeadi ogie , hard and not making much stear 
vheels were derailed, but it was re-railed Evidence smoke \pproaching the signal bo 
8.30 p.m. and normal working restored \ farm laboure ea rive saw the car emerge slowly and stop 
an hour late The adjacent e Was { rn d ove CrOSS ung the crossing. He was then about 100 yd 
obstructed It was a fine. dry eve \ d then the t C he held t He whistled and braked fully 
Phe accompanyin diagram she h He ne YOKEE i he line had not expe enced trouble at this ¢ 
details of the situation. esse oticed the up s H derstood ing previously, and it was not look 
nderstanding of the case ificance of tl sand th 1 by tootplate mer Ss being partic 
‘ Sund they rem ed I uughout = dangercus 
Phe Crossing da He served them. and The signalman said that after lov 
Hardwicke occupation crossing (k d 1 explal ton Ss his signals he saw a man--the Jabot 
ilso) as) Hal End crossing) is) o ceasion The n d e the ca vo Over the crossing. but did not see 
original Yate to Wickwa 1 2c i ds st thing eturn He watched the train app 
< 563) ee 40 mie 52Y ee GYD ble 310 pi< ve > 
¥ ~ 
é sill 1 
“YUBLIC; ROAD: , Os 
RANGEWORTHY oot |___WICKWAR ENGIN 
ae. 3 ENGINE CAR PUSHED CAME 
IE scree eal ae oe ON DERAILED | OFF LINE | REST 
w ALLIS a m. _ me, Nw 4 Vs 7 wW «4 
a0 1% ——— “a -——* elas “si tog ta 
YATE | a — S WICKIWAR 
5-15 PM. PASSENGER TRAIN, BRISTOL TO ® . | bei 
BIRMINGHAM, TRAVELLING AT ABOUT 50M.P.H Ne 
STRUCK AND WRECKED PRIVATE CAR AT NX C. ‘ 
CROSSING. LEADING BOGIE WHEELS OF WY 
ENGINE DERAILED. DRIVER QUITE UNABLE SUOGZT 
TO AVOID THE COLLISION sO 
Diagram illustrating circumstances of accident at Hardwicke Crossing, June 28, 1949 
when the railwav was built in 1845 Its vr Knew of the train w en it: struck ind heard it whistle close” to the 
use is restricted to owners and occupiers ne ca bonnet He looked and saw the ca ind obse 
of the farm and cottages to the east of the ild not be inte the collision He thought the 
line, and their nomi It has field-type ze thought that the slackened as it passed him. A tempor 
gates opening outwards, and wickets: the = ca \ Was not nos She always = permanent Way inspector and ganger b 
gates fall to the closed position and have drove with the window ope She under spoke of the difficulty experienced in kee 
caiches There are chains and padlocks Md the signals, but had failed this time ng the gates locked. Keys had been su; 
but these were rarely used before the acci to ok them She did not stop the lied. but one farmer had refused to s 
dent Distance between gates is 75 ft engine as soon as the labourer opened for them The gates were occasiona 
From the up-side gate to the cess rail the up gate, drove slowly ot She was left open. but both thought only by trade 
is 16 ft., just sufficient for a small car to so confident that he would have looked = men The stationmaster, nine years 
stand without fouling the line. There is for a train that she failed to do so. She Wickwar, had not experienced troubl 
considerably more room on the down side did not hear it. and only when the front the crossing. 
of the line of the car was on the track did she see : : . : P 
here are trespass warning notices. with it approaching rapidly She braked and Inspecting Officer's Conclusion 
* beware of the trains” notices inside the endeavoured to engage the reverse gear The driver could not have avoided 


gates and not conspicuous from the road. 
There are no notices regarding a penalty 
for failing to fasten the gates. Approach 
from the public road is somewhat steep. 
and the gradient inside the gate is being 
eased. 

A driver of an up train can see the 
crossing at 420 yd. View of the up line 
by road users approaching from the west, 


She remembered nothing after the car was 
struck until picked up. 

Her husband, the farm owner, did not 
drive a car. but used the exten- 
sively with horses and carts and tractors. 
User varied during the year, but probably 
ranged from 12 to 24 motor vehicles and 
carts a day, including tradesmen’s vans 
He had experienced narrow escapes with 


crossing 


accident and no blame attaches to hu 
It can be attributed to nothing but 
regrettable lack of care exercised by 1 
woman driving the car. Admittedly s! 
might have expected the labourer to look 
along the track and at the signal, but 
gave no indication that he had done s 
The responsibility was 
not question him, and 


should not hay 


hers. but she did 








ennena 
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assumed that he had seen that the line 
“ clear and driven on to the crossing 
is she did. 
Remarks and Recommendations 
was only by good fortune that the 


woman was not killed and more fortunate 
sii that the derailment ot leading 
wheels of the locomotive did not spread 
f er, in which event the 
mizht have been much more serious 
e character of the crossing has 
ged, and the user probably is not 


the 
consequences 


not 
ip- 


) ibly greater than when the railway 
built, but the accident once again 
gs forcibly to notice the increased 


ntial danger te trains from the use of 
' 


. crossings by steel-built vehicles, which 
replaced the original horse-drawn 

ver Cart. 
s regrettable that Rangeworthy signal 
Was not set further back to avoid 
truction to the view of the up line, but 
( ynel McMullen does not consider that 
there is a case for moving it The cross 
s used almost exclusively by local 
bitants, Who should be well aware ot 


hazards involved and the precautions 


sary The two recently-erected sig Ss 
1 warning of the approach of INS 
road users appreciate but disregard 
Sundays, knowing they then left 
ff." This facility may ilways re 
» as traffic may now justify keeping 
box open six days a week and even 
essitate closing The warning at 
ent given by the signals is undoubtedly 
‘ful, and could be improved if the up 


slightly so as to be 
This would 


and Colonel 


il were raised 
ble from the up 


iffect sighting by drivers 


s de gate 


McMullen recommends that it be done 
* Stop, ook listen” notices, con- 
spicuous to road users, with penalty 


tices, be erected 
Keeping gates locked such Crossings 
ilways difficult, but had no bearing on 
The gates were closed when 
and the occupant 
with the conditions 


accident. 
arrived 
familias 


car was 


irely 


APPRENTICES ASSOCIATION 
Engineering Co 
Association of 
and a provi 
formed, with 


Director, as 


FORMER BRUSH 

The Brush Ff 
Ltd. has decided to form an 
Former Brush Apprentices, 
committee has been 


H. R. Nixon, Technical 


ectrica 


nal 


Mr. J 


Chairman. It is intended to hold an annua 
neral meeting in London later in the 
followed by a dinnet All forme 


Brush apprentices are invited to write to 
Mr. K. H. Platt. Chief Education Officer. 
Brush Electrical Engineering Co. Ltd. 
Loughborough. Leicestershire, giving 

held. 


ipprenticed 


present 


firm. 
date when 


le, present position 


ddresss and the 

INTERNATIONAL MECHANICAL ENGINEERING 

CONGRESS.——The theme of the third Inte 
onal Mechanical Engineering Con- 
ss. to be held in Brussels from Septem- 
18 to 23, will be Quality. Ata 


recent 


eting of the organising committee the 
United Kingdom was represented by Mi 
\. W. Berry. Director, the British Engi 
rs’ Association, and the number of 


tional trade associations constituting this 
committee was increased by the inclusion 
of Signor Rappini, who is representing the 
vified Italian organisation of engi- 
ering manufacturers. The committee 
decided to reduce the number of papers 
that have been read at previous congresses 
and arranged for visits to certain works 
in the neighbourhood of Brussels and Ant- 
werp. The programme will be available 
‘er from the British Engineers’ Associa- 
n. 32, Victoria Street, S.W.1 
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Institution of Railway Signal Engineers 


London Transport telecommunications system 


Ata 
Way 


Mr. P. W 


the Institution of Rail- 


necting of 


Ottley read a paper on London 


Transport telecommunications Mr. R 
Dell. President. was in the chai 
Mr. Ottley emphasised that the com 


nunication of an undertaking such 
as London Transport necessitated not only 
the provision of norma telennone fac lt 
dul 


communication, 


system 





means of emergency 


including the nking of 


tes, reliable 


eontro centres commu 
drivers of trains in the t 
for recording railway 


and miscell 
loud-speaking circuits 
Phe London transport automatic te 


network Was explained. with tec 


selected sites. 


ind 


tis COVerTINL speck eXchanee 


plant. power supp ind main 





des. the autho Wis ssisted by 


Lewis and M1 


Discussion 

Ihe discussion Was Opel ed y M 
Woods, who said he would like to 
r bolishing iduc 
om the telephones at sign 
ype of microphone was 
difficulty arose fro 
loud mounted in the 
control room It was interesting to note 
how Mr. Ottley dwelt on the importance 
of maintenance; installing the latest equip 
ment was of little they did not 
follow it up with efficient maintenance 

Mr. J. R. Pollard asked about the 
ind telephone equipment 
connection with new works and exten 
He wondered to what extent they 
on their own services and on 
of the Post Office during 
and what was done when 
going on in the tunnels 
high attenuation in 
doubt. interfere with walkie-talkie work 
ing, hough he had noticed in an Ameri 
can publication that tt to be 


In} 
possidie to get 


fy 
ind what t 
rw uSked Hf 


group of speakers 


use lf 





radio 


SIONS 
1 those 
Lying. 
work was 
relatively 
would. no 


elied 
track rel 
such 
The 


tunnels 


was Claimed 
Satisfactory Service Ove 


several miles in a mine. using radio fre 
quency in open wires strung along th 
sides of tunnels 

Mr. J. E. Mott said he would like to 





knew what happened in the exchanges be- 
fore the introduction of the pressured 
ur system of ventilation. He would have 
thought that the magnetically controlled 
type of ampére-hour meter would have 
been better than the contact type for 
keeping-up the power supply He be 
ieved that walkie-talkie had been used 
with success tn tunnels, but not where 
there were bends 


Mr. T. Austin said that he had expected 
to hear Mr. Mott refer to train describers. 
The apparatus used by London Transport 
was of the impulse type and he would ex- 
pect it to come under the care of the tele 
phone and not the signal linemen. 

Mr. R. A. Powell asked about the insu- 
lation resistance of the bare tunnel wire 
circuits and what was the lowest permis- 
sible figure. He wondered if it was diffi- 
cult to keep the wires clean 

Mr. R. A. Green referred to the work- 
ing of tunnel and other telephones on 


Signal Engineers held on February 8. 





omnibus-type circuits and asked whethe 
any trouble was experienced from several 
persons trying to talk at the same time 
The radio was of the two-channel pattern 


on the “over” system: he wondered why 
they could not have two-way working 
without that disadvantage Mr. Green 
asked if the sets were kept in tune by 
crystal control I: would be interesting 
to know what arrangements were used in 
carrying out new works 

Mr. P. W. Ottley. replying. said they 
had found that it paid to simplify appa 


ratus to the maximum where this was pos 








sible without impairing efficiency Main 
tenance in tunnels was difficult with only 
short time each night free from traffic 
Phe apparatus was made up of standard 
types. [he controllers had priority on the 
circuits and could egulate matters and 
prevent over-talking and disturbance 
Phe new works facilities were provided 
by Post Office communication at the be 
vinning. but «as the signal engineering 
cume aiong. other means were added 
The signal staff were net asked to provide 
specia communication during ordinary 
baliast or similar renewals. but in specia 
€ the med been isked to do some 
perienes had snown tne need fo 
e spec ventilation f the exchanges to 
deal with very fine dust. It was necessary 
that the exchange batteries should be 
maintained well charged, and that had in 


fluenced the choice of meters used. 
The original 
mechanisms 


al at 


train-describers were heavy 
and the ribbon type was not 
telephone job: the latest design 
would be suitable for the telephone line- 


men to deal with or men with some train 
ing in the telephone section The insu 
lation resistance of the tunnel wires in wet 
tunnels, as on the East London line. could 
fall considerably. but it did not prevent 
the circuits from being worked satisfac- 
torily Their radio apparatus was giving 


good service unde 
they might 
in due 


Varying conditions and 
hear of television being used 


course 


Dining Car Experiment 
on the Pennsylvania 
Che Pennsylvania Railroad is trying oul 
Jeffe: 


new dining car service on the 


sonian streamline overnight train be 
tween New York and St. Louis. Menus 
offer on!y one entrée, the main meat. egg. 
or fish course, at each of the three daily 
meals during regular hours of service. A 


full-course meal is served, but the single 
reduces the high cost of dining 


car operation, particularly by eliminating 


entree so 





storage und serving of a large variety of 
foods, that reduced prices are possible 


Breakfast on the ~ Jeflersonian” is priced 
at 95 cents, luncheon at $1:20, and dinner 
it 31-45, 

\ typical dinner menu includes tomato 
juice, broiled half chicken on toast, fresh 
broccoli with drawn butter, parsley pota- 
toes, bread and butter, pumpkin pie, and 
tea, coffee, or milk. In regular dining car 
similar dinner costs $2:35. Fish 
will be offered on Friday as an alternate 
entree. A limited scale of a la carte ser- 
vice at conventional prices is available in 
the dining car befcre and after regular meal 
hours and in the observation car at any 
hour during the day or evening. 


service a 
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Ihe service is experimental; whether it 
is continued in the “Jeffersonian” aad 
introduced in other trains will depend on 
reaction of passengers. 

Commenting on this break with tradi 
tion in American dining car service, M1 
Homes Bannard, Manager of the dining 
car department of the Pennsyivania, said 
that the purpose was to serve good whole- 


some food in adequate quantity at lower 
prices. Calling dining car service “the 
problem child of the industry,” he said 


that ne serving of meals “on wheels 
as compared with stationary restaurants 
and hotels is inherently costly. The pro 
vision of a wide selection of food on 
dining cars operating in 170 trains in 1% 
States, with all that this involved in food 
distribution, assignment of crews, manipu- 
lation of the cars among trains, supervision 
over wide areas, and other factors inherent 
in a mobile service, meant heavy custs. 

* These were some of the reasons why, 
despite intensive efforts toward increased 


efficiency and technological advances, the 
dining car service lost over 54.000,000 
last year.” 

INSTITUTE OF MebtaLS ANNUAL GENERAL 


MEETING.—The annua! geiieral meeting ot 
the Institute of Metals will be held in Lon- 
don between March 29 and 31. The meeting 
will oven at the Café Royal, Regent Street 
London, W.1, on March 29. and after the 
election of officers and a presentation. 
Mr. H. S. Tasker will deliver his Presi- 
dential Address: at the luncheon’ which 
will follow. the Institute of Metals (Plati 
num) Medal for 1950 will be presented 
A number of papers will be delivered at 
the meeting and will include an all-day 
symposium on * Metallurgical Aspects of 


the Hot-Working of Non-Ferrous Metals 
and Alloys.” at the Institution = of 
Mechanical Engineers. Storey’s Gate 


London, S.W.1. on March 30 


Brown-Boveri gas-turbine locomotive at Silverton, Exeter, on February 
a run from Swindon to Plymouth 
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Travel Conditions in Thrace 


Slow and difficult travel along a 
former international trunk route 


From an account of a traveller who 
recently secured an authorisation from 
the Turkish authorities to journey from 


Istanbul to the Bulgarian frontier it ap 
pears that travelling by railway in Turkish 
[hrace is far from normal [he part of 
Thrace within the Turkish frontiers 1s 
apparently a military area The only 
international train on the line connecting 


Istanbul with Europe is the ~ Simplon- 
Orient Express,’ which crosses eastern 
Thrace by night, both southbound and 


northbound, arrival at Istanbul being at 
6.45 a.m., and departure 9.30 p.m. 


There are a few local trains between 
Istanbul and Uzunkoépru, the Turkish- 
Greek frontier station, 187 miles from 


Istanbul. and some operate through Greek 
territory as far as Karagatch, the Greek 
station for Edirne (Adrianople) on Turkish 
territory. Edirne is about hour by 
horse-drawn coach from Karagatch; the 
frontier between Greece and Turkey is the 
Maritsua River. There are few passengers 
by the ~ Simplon-Orient Express” and by 
the local trains. Most of the civilian pas- 
sengers from Istanbul alight at some sub- 
urban station: only officers and soldiers 
continue to the north. What international 
passengers using the * Simplon-Orient Ex 
at first take to be a restaurant cat 
operating between Istanbul and Uzunképru 
eveals itself as a fourgon-cuisine (kitchen- 
van) with wooden benches and no table 
covers 

rhe traveller by one of the local trains 
eaving Istanbul in the morning is con 
fronted by the train guard followed by a 
Turkish policeman. The policeman takes 
t seat in the compartment, utters some- 
thing sounding like the word ~ formalité,” 


one 


press a 


and shuts the blinds of the window. on 
both sides of the compartment. A strising 
feature is the almost entire absence of 


civilians. 

At Kabakga Station a line of fortiica- 
tions crosses the railway. For efficicacy 
the Turks have replaced here the pick 
donkey, the traditional means of leisurely 
road transport in eastern Thrace, by the 
faster camel. which also offers more vad 
capacity. This is about the only place in 
Europe where pack-camels may be seen 
working at railway stations. 

After Uzunk6épru, the Turkish frontier 
station on the eastern bank of the Ma: itsa 
River, is left, the train crosses into Greek 
territory. where the Maritsa is known as 
the Ebros, and Pythion, the Greek fron- 
tier station and junction with Salonica- 
Alexandropolis inain line, 6} miles from 
Uzunkopru, is reached. As a precaution 
a few empty goods wagons are placed in 
front of the locomotive before the train 
leaves Pythion en route for the west. 

Greek gendarmes standing on the foot- 
boards of the carriages accompany the 
train through Greek territory, 233 miles. 
from Pythion to Karagatch, and thence 
another 23 miles as far as the Bulgarian 
frontier near Stalingrad, formerly known 
as Svilengrad. Even the * Simplon-Orient 
Express” becomes a slow train on. this 
section and does not exceed 12$ m.p.h. 
After Pythion, Nea Byssi and Nea Orestias 
are the intermediate stations before reach- 
ing Karagatch. the Greek suburb of, and 
railway station for, Edirne, a_ thriving 
Turkish town of some 150,000 inhabitants 
before the Balkan wars. and now, as the 
centre of a militarised frontier area, with 
not more than 30,000 inhabitants 





27, where it stopped for a platform clearance test during 
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Electrical Equipment Orders 
in 1949 


st year. the British Thomson-Houston 

( Ltd., Rugby, supplied an increased 
quantity of engineering equipment for use 
it home and Overseas, including rail and 
road traction equipment. Erection of new 
stock for London Transport pro- 
and some of the new trains 
with BTH_ electric-pneumatic 


suriace 
cecded, 
equippea 


camshaft control are now in service, and 
were described in our December 23, 1949. 
issuc. A further order for 200 of these 
control equipments has been received, 


and this brings the total of this type of 
control ordered by London Transport to 
1,275 . 

The latest order includes type RP 
lizntweight resistors using alloy steel, edge- 


W wound, mounted on ceramic insu 
lators. The contro! unit frames are made 
of aluminium to match the aluminium 
underframes which are being tried out. 


Work is well advanced on a number of 
diesel-electric locomotives for which BTH 
equipment is being supplied. 

Orders received during 1949 included 
one from the National Gas & Oil Engine 
Co. Ltd. for two alternators, one rated 
625 kVA., and the other 437°5 kKVA., 0°8 
power factor, 3,000/3.300 V., 3-phase, 50 
cycles. for the Abu-Zaabal power station 
of the Egyptian State Railways. This 
station already contains six National/BTH 
ngine-alternator sets having a total output 
of 2.700 kW. 

Pumpless Rectifiers 
orders received in- 
cluded two 1,250-kW., 570-V., equipments 
for the Toronto Transportation Commis- 
1, and a 1,440-kW., 360-V.. equipment 
for electrolytic service for the Electric Re- 
duction Company, Canada, placed through 
the Canadian General Electric Company 


Pumpless  rectifiei 


SIOT 


as well as a 1,530-kKW., 1,530-V.. equip- 
ment, together with grid control for com- 
pounding, for the New South Wales 


Department of Railways. 

Another outstanding feature of the yeat 
was the opening of a new BTH gear fac- 
tory. The first gearwheel to be cut under 
the new conditions will form part of a 
ship propulsion equipment in which two 
1,000-b.h.p. diesel engines drive the gear- 
wheel through a quill shaft and two 
pinions specially designed for this type 
of drive, the speed reduction being 300 
135 r.p.m. Geared motor units have con- 
tinued to form an important part of the 
work and new developments have taken 
place in connection with triple reduction 
sets and a new double reduction worm 
unit. 

Orders are steadily increasing for 
Stacreep system of control for a.c. crane 
hoists. A thrustor-operated load brake is 
used to obtain stable low speeds in either 
direction. This form of control has 
proved to be most valuab!e when extra 
fine control of the hook is required when 
engaging and disengaging loads. 

Regarding industria! electronic applica- 
tions, the standard cubicle for resistance 
welding control carries power circuits 
for controlling up to 2,400-KVA., varying 
requirements for spot or seam welding 
being accommodated by insertion of the 
appropriate control] tray at the top of the 


the 


cubicle. The value of this standardisation 
policy embarked on three years ago is 
emphasised by the development of a 


further tray for pulsation welding. Thus, 
the standard cubicle can be provided with 
alternative control trays of standard d'men- 
sions to give spot welding, controlled cur- 
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rent spot welding, seam welding, controlled 
current seam welding, and pulsation 
welding. 

A special control for a new type of 
multi-purpose welding machine was also 


completed during the year. The 
machine with 


welding 
this control is capable of 


carrying out spot, roller spot, projection 
seam, pulsation, or flash welding. 
The electronic control and metering 


equipment ordered by the London Midland 
Region of British Railways has been com- 


missioned in the dynamometer car of the 
4.500 h.p. mobile testing plant. Trials 
have been successfully carried out. 


Crompton Parkinson Orders 


Another firm which can report substan- 
tial progress is Crompton Parkinson 
Limited. Throughout 1949 all the works 
of this firm were fully engaged meeting an 
increasing demand. The machine depart- 
ment was kept busy manufacturing trac- 
tion motors for the Traction Division of 
the company. Motors have been supplied 
for the second of two orders received from 
the Cairo Tramways and for the tramways 
in Warsaw and Istanbul. 

For home use, LT1I11 motors have been 
supplied to the London Transport Execu- 
tive for the new “R™ type surface stock. 
These motors. designed jointly by Cromp- 
ton Parkinson and the General Electric 
Company, are of the self-ventilated nose 
suspended type. with an output of 100 h.p 
on the one-hour rating. They are designed 
without armature core ducts singe it has 
been found from experience that these are 


liable to become blocked with dirt and 
impair the ventilation. The speed charac- 
teristics are such as will comply with 


present-day schedules and provide for some 
increase in the speed for future require- 
ments. 

The Traction Division was also respon- 
sible for the electrical equipment of the 
four seven car trains put into ser 


vice on 
the Southend Pier Railway. 


Financial Position of Thomas 
Tilling Limited 


report of Thomas Tilling 
Limited for the year ended December 31. 
1949, the Chairman, Mr. W. Lionel Fraser. 
draws attention to the major changes re- 
sulting from the sale to the B.T.C. of the 
passenger transport and freight haulage 
undertakings 

Profit for 
and this 


Presenting the 


the year is £361,619, less tax. 
includes £154,000 for interest for 


the first quarter of 1949 on £20,600 of 
B.T.C 3 per cent. guaranteed stock 
1968-73 distributed to stockholders on 
April 1, 1949. Apart from this non-re- 
curring item, profit would have been 
£207,119, which is roughly as forecast by 


the former Chairman, the late Sir Frederick 
Heaton. After deduction of £195.000 tax 
on profits, and addition of £266,849 
brought forward, the balance on profit and 
loss account is £433.468. Of this, £9,075 
is required for preference dividend. 
tax 

An ordinary 

5 per cent., 


less 


dividend is recommended 
of 5 which absorbs £113,300. 
with transfer of £69,407 to the general 
reserve which now stands at £1.500.000, 
leaving £241,686 to be carried forward. 
Holdings in subsidiary companies in 
creased by over £150,000, due largely to 
the acquisition on satisfactory terms of 
the balance of bys issued share capital of 
Daimler Hire Limited and of Stratstone 
Limited, in which Thomas Tilling pre- 
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viously held 75 
cent. interests respectively. 
companies have achieved 
The Cornhill Insurance Co. 
record year in 1948 and the 
are expected to be as good. 
have been made to the 
contracting companies to 
finance further activities 
Substantial holdings have been acquired 


per cent. and 91% 
Both these 
good results. 
Ltd. had a 
1949 results 
Further loans 
Troy group of 
enable them to 


per 


in two more companies, namely, British 
Steam Specialities Limited, makers of 
valves, pipes, and so on, and E. R. Holio- 


way Limited, manufacturers of plastic and 
similar products. As mentioned in The 
Railway Gazette of February 17, Thomas 
Pilling Limited has purchased a 60 per 


cent. interest in James A. Jobling & Co. 
Ltd.. makers of Pyrex glassware: this is 
now their largest subsidiary. 

Until the end of 1948, states Mr. Fraser. 


the company was largely identified with 
road transport. With the passing of the 
[ransport Act it has entered on a new era 
The policy of the directors now is to use 
their still considerable funds in a con- 
structive manner by further direct partici- 
pation in industry and at the same time to 
develop and expand their existing interests. 
The firm has already gone some way to 
re-investing its resources, and other inter 
esting propositions are being considered. 

The annual general meeting will be held 
at the Caxton Hall. London, S.W.1. on 
March 28. 


Notes and News 


Southern Railway Dramatic Society—On 
Wednesday, March 29, at 6.45 p.m., the 
Southern | Railw: iy Dramatic Society is 
presenting “ The Barton Mystery.” a play 
by Mr. Walter Hackett, at the Scala 
Theatre, Charlotte Street. London, W.1. 


Institute of Transport.—A paper entitled 

‘Progress in the Co-Ordination of Road 
ind Railway Transport in Northern Ire- 
land” will be read before the Institute of 
Hey by Messrs. J. Courtney and 

W. Hulton on March 20. The meeting 
il be held at the Jarvis Hall (R.1.B.A.) 
66, Portland Place, London, W.1. at 5.45 
p.m. 


British Railways, Southern Region, Lec- 
ture ve Debating Society—On March 22 
Mr. N. E, Norman, Nyasaland Railways, 
will read a paper on “ The Nyasaland and 
Trans-Zambesi Railways” before British 
Railways, Southern Region, Lecture & 
Debating Society. The meeting will be 
held at the Chapter House, St. Thomas’s 
Street, London Bridge, at 5.45 p.m. 


Mansion House Association on Trans- 
port.—The annual general meeting of the 
Mansion House Association on Transport 
will be held at the Trocadero Restaurant, 
London. W.1, on March 31, and will be 
preceded by a luncheon at 12.30 for 1 p.m 
at which the principa! guest will be the 
= Hon. Sir John Anderson, Chairman of 
the Port of London fgg The Presi- 


dent of the Association. Mr. W. H. Gaunt. 
will be in the Chair. 

* Rose Marie.”"—Last week the Great 
Western Railway (London) Operatic 


Society presented the well-known musical 
play, “ Rose Marie,” at the Scala Theatre. 
London. This play, with its cast of 80, 
gave full scope to members of the society 
to enhance the high reputation they had 
already earned as one of London’s leading 
Operatic societies. Miss Joyce Hewitt, who 
has played many leading parts for the 
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society. took the title role. and Jim Kenyon 
was played by Mr. Jack Wyant Miss 
Vera Flatman gave a good performance as 
Wanda and some excellent light relief was 
provided by Miss Eiona Evans as Lady 
June and by Mr. Ronald Ratcliffe as 
Herman Sergeant Malone of the Moun- 
ties was played by Mr. Herbert Mason 
ind Edward Hawley by Mr. Frederick 


Toon. The Musical Director was Mr. 
Stanley Cheffins and the dances were ar- 
ranged by Miss Alison MacLaren. The 


whole show was well sung and the good 
chorus work was particularly praiseworthy 
The enthusiastic reception by a large 
audience was well merited 


Sudan Strike in Support of Railwaymen. 

Railway workers, employees of a num 
ber of public departments and some com 
mercial firms in the Sudan. stopped work 
on March 5 in protest against the refusa 
of a 75 ver cent. increase in the basic pay 
of railwaymen. An official statement said 
that the Government had urged postpone 
ment of the demands until the formation 
of Whitley councils, but the workers re 
fused. and said that they would not take 
part in the work of the councils 


Fravel in Italy—Further to the report in 
our February 17 issue, the London office 
of C.LT. (Compagnia Italiana Turismo) 
states that it has not so far received infor 
mation regarding a general reduction of 
30 per cent. to foreign visitors. A 30 pet 
cent. reduction has been agreed for visitors 
to Sicily for travellers proceeding to Agri 
gento, Syracuse. Palermo, or Taormina, 
which can be issued from any Italian land 
frontier, and is available between Febru- 
iry 16 and April 15 At least six days 
must be spent in Sicily. not including the 
days of arrival and departure. and when in 
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Sicily tickets must be stamped after arrival 
and before the return is commenced. A 
30 per cent. reduction is granted for par- 
ties for single, return, or circular tickets, 
and the minimum has been reduced from 
15 to 10 persons Four persons of the 
same family may now travel at 30° per 
cent. reduction. he ticket issued may be 
for a single. return or circular journey. 
Passport must be supplied. Season tickets 
have to be bought in Italy 


Railway Students’ Association. —-On Satur 
day. March 25, the Railway Students’ 
Association. London School of Economics 
& Political Science. will visit the Severn 
funnel. The party will leave Paddington 
it 9.5 a.m. and arrangements will include 
t Visit to the pumping station and other 
features connected with the tunnel 


“ Transport Statistics “: New Features.- 


The next issue of the B.T.C. four-weekly 
bulletin, Transport Statistics, appearing 


temorrow, Maren 11. wil! contain a num 
ber of new features included with a view 
to increasing the scope and usefulness of 
this publicat on Pin b.T.€ has also 
decided to make copies generally available 
to the public through the usual trade 
channels at the same subscrintion rate as 
xefore. namely. 12s. 6d year, or single 
copies at Is Orders may be placed 


through any booksel! yr Newsagent, o1 
may be sent direct to the Publicity Officer. 
British Transpert Commission, 35. Broad- 
way, London S.W.1 See Official 
Notices on page 291] 


Model Railway Exhibition, 1950.—The 
Model Railway Club is holding its annual 
exhibition in the Central Hall. Westmin- 
ster. from Tuesday. April 11, to Saturday. 
April 1S The exhibition was visited by 


Diesel Locomotive Productivity Team in U.S.A. 





0 
H 
¢ 
> 
) 
F 
* 
rm 


Members of the diesel locomotive productivity team on a tour of the Baldwin 


Locomotive Works. 


The team, which was led by Colonel I. A. Marriott (left) 


has now returned from the U.S.A. (see our February 17 issue) 
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over 30,000 persons last year, at ast 
one-half of whom were adults, The hours 
will be: 2 p.m. to 9 p.m. on April 11 id 


11 a.m. to 9 p.m. the rest of the week 
This year the number of models wil! ex 
ceed 3.000 and will include comprehensiye 
displays from each of the former rai) way 
groups. The exhibits will include models 
of locomotives, coaches, wagons, stations, 
building and line-side gadgets. Othe 
tions will show points and track layouts 


free-lance models and models under con 
struction so that methods and crafts } 
ship may be studied. In the basetient 


there will be a working model railway by 
British Railways and various other work 
ing track layouts of different gauges \ 
stand devoted to all branches of elect 
as uSed on a model railway. will show no 
only finished items, but, by drawings and 
parts. how all types of electrical apparatus 
can be constructed and how. diffict 
may be overcome. 


Institution of Locomotive Engineers. ¢ 
annual general meeting of the Institi 

of Locomotive Engineers will be hel 
the Institution of Mechanical Engineers 
Storey’s Gute. St. James's Park, Lon 
S.W.1. at 5.30 p.m. on March 22. Follow 
ing the annual general meeting, Mr. K. J 
Cook, Vice-President of the Institut 
will read a paper on “ G. J. Churchward’s 
Locomotive Development on the G 
Western Railway.” 


S.G.E. Dramatic Society Presentation. 
On Friday and Saturday, March 3 and 4 
at Hirst Hall. G.E.C. Estate, Wemb 
“The Diamond Players,” the dramati 
society formed from the personnel of the 
Siemens & General Electric Railway Sig 
Co. Ltd.. presented the farcical comedy 
‘For the Love of Mike,” by H. F. Maltby 
The play gave plenty of scope for so 
extreme character acting which was mui 
appreciated by the audience 


Rugby International Traffic on G.N.R.(4). 

The Rugby International between 
ireland and Scotland at Dublin on Feb 
25 resulted in a busy weekend on 
G.N.R.(1). Several special trains were 
required to cope with passengers from 
Northern Ireland and Scottish enthusiasts 
who travelled) via Belfast. An | 
restaurant train ran non-stop from Great 
Victoria Street Station, Belfast, to the 
C.LE. platforms at Amiens Street. Dublin 
where Customs examination was made 
The train then ran direct to Lansdowne 
Road Station (C.LE.). which adjoins the 
Rugby ground 


Extended Seat Reservation Facilities. 
Seats may be reserved at the London 
mini and many provincial stations in any 
of the 723 week-day, 964 Saturday, and 318 
Sunday reserved-seat trains of British Rail 
ways running during the period of the 
summer train service from June 5 to Sep 
tember 24. Additional cross-country trains 
have been included in these arrangements 
The number of trains in this year’s sun 
mer timetable in which seats are reser\ 
able is 50 per cent. more than last yeu 
and several times more than in 1948, the 
first summer train service since the wat 
in which normal seat reservation facilities 
were offered. As mentioned in our Novy 
ber 25, 1949. issue, seats may be reserved 
at any London terminus for journeys fron 
any other London terminus. 


Last Highland “Clan” Class Engine 
Withdrawn.—British Railways engine No 
54767, Clan Mackinnon, the last of the 
Highland Railway “Clan ™ class 4-6-0 pas- 
senger type, has been condemned and with- 
drawn from traffic. No, 54767. which was 
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of the vacancies on this page relates to a 
etweem the ages of 18 and 50, inclusive, or a 
between the ages of 18 and 40, inclusive, 
he, or she, is excepted from the provisions of 
Engagement Order, 1947, or the 
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F‘ IR SALE 40 Main Line Railway Wagons, 10 
12 tons capacity Offers.—PaLMER, Mann & Co 
Lrp.. Sandbach, Cheshire 








ntrol of British Transport statistics may be ordered 
1 » is for employment excepted from the :ny bookseller or newsagent The price is Is. per 
provisions of that Order copy; the annual subsciption, covering 13 four- THE RAILWAY HANDBOOK provides the  rail- 
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H Fox. B.Se., M.Inst.C.t General Manager J NEERNATIONAL RAILWAY ASSOCIATIONS the whole world in order to present a complete 
Government Railway Reprinted from The Notes on the work of the various associations picture of these increasingly-important developments 
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Pos e ls. 2d The Rail Gazette 33. Tothill the European Continent 2s By post 2s. 2d he 55 sa The Railway Gazette Tothill Street, 
Ss London, S.W.1 Railway Gazette Tothill Street, London, S.W.1 London, S.W 
) » 1921, will shortly make its last course of which he referred to the physical every t100 of ordinary stock. In the 
when it goes to Kilmarnock for and engineering features in the district and event of a sale and the liquidation of the 
es , : ‘ ' a nes 
s ying. The “Clan” class, a series of the effect of canals and docks on trans- company the ordinary stockholders will 
engines, was designed by Mr. (¢ port requirements Among the develop be asked to provide a maximum of 


( ng. Locomotive Superintendent of 
the Highland Railway, for handling the 
ea\\) traffic between Perth and Inverness; 

e built by R. & W. Hawthorn 
Lesiic & Company between 1919 and 192] 


| short time after the 1923 grouping 
th Clans” were used to work the 
t wh express services between Inver 
nes ind Glasgow (Buchanan Street) 
xefore 1939 they did good work between 
Glasgow (Buchanan Street) and Oban, but 
with the introduction of the Class “5” 


d-traffic engines they were returned to 


verness district 


Indian Derailment Caused by Sabotage. 


Sabotage caused the derailment on March 
5 Madras-Calcutta mail train. Seven 
persons were killed and 95 injured. Fish 
sates were removed from the rails about 


30 miles from Madras. All railway lines in 
Madras State are now being patrolled 
Armed police pickets are guarding the lines 


Madras city area 
Specials for the Grand National, Lhe 
London Midland Region of British Rail 
vays will run 24) special trains from 
is parts of the Region to Aintree for 
Grand National on March 25 Day 
excursion fares will be issued by all the 
specials. with the exception of two first 
ss restaurant car trains and one third 
cluss from Euston, for which special rail 
nd meal tickets are required 


Railway Amateur Boxing Championships. 





The semi-finals and finals of British 
Railways Amateur Boxing Championships 
“ v%¢ held at the Royal Albert Hall 
London, on Mareh 15, commencing at 6.30 
0 Sir Eustace Missenden, Chairman 
Railway Executive. will preside and wili 
present the awards to the winners. Victors 


quarter-finals which were held at 


York on March | will compete and there 
W xe bouts at all recognised weights 
The 32 contestants, who come from Dublin 
nd all parts of Britain, include the reign- 
ng British Railways flyweight. feather- 
weight. lightweight. welterweight. light 
eavyweight and heavyweight champions 


Railways of South Wales and Monmouth- 
shire—Mr. D. S. M. Barrie. Public Rela- 
tions Officer, Railway Executive. presented 


Paper on the * Railways of South Wales 
ind Monmouthshire: Their Origin and 
Development” to the Cardiff Scientific 
society on February 22. As 1950 is the 


centenary year of the linking up of New- 
port. Cardiff, and Swansea by rail, his sur- 
‘ey Was invested with some degree of 
topicality. After mentioning the industrial 
significance of the opening of the South 
Wales Railway, Mr. Barrie traced the his- 
‘ory of railways in the area from an early 
Wagon-way laid at Neath in about 1698 


lo the large network of today. in the 


ments of outstanding historical importance 
in the evolution of railways, South Wales 
can claim credit for the first passenge 
railway, the Swansea & Mumbles, and the 
attempt to haul a load on 
means of the steam locomotive. 
Pen-y-darran Tramroad in 1804 


first successtul 
ails by 
on the 


Institution.— At 


2? the board of 


Railway Benevolent 
meeting on February 
Railway Benevolent Institution 
annuities to four widows and _ six 
bers amounting to £169 3s. a year 
authorised 30 grants amounting to 
from the special benevolent fund in cases 
of immediate necessity Grants made 
from the casualty fund during January, 
1950. amounted to £707 7s 


the 
granted 
mem 
and 
£348 


lariff and Wage Increasts. 

The board of the Taltal Railway Co 
Ltd. announces that advice has been re 
ceived from M J. S. Burns. a Director. 
who is now on his way home from Chile. 
that a 40 ver cent. increase in tariffs came 
into ferce on February 27. On the 
date, following an arbitration award. cet 
tain wage increases also became operative 
The board. however, exnects that, with a 
reasonable stability of traffic. the higher 
rates should more than cover the higher 
from. the settlement 
inl so benefit working results 


Faltal Railway 


Same 


costs: aflsing Wages 


Travel Warrants for Business Firms.—The 
Railway Executive has introduced a new 
system of warrant travel so that firms can 
obtain rail tickets for business purposes 
without payment of fare at the time of 
booking. Firms using this service can ob 
tain at from the Ratlway Clearing 
House a book of 100 warrants which may 
be exchanged at station booking-offices. 
or British Railways town offices, for first 
or third ordinary and return, 
monthly return or (where available) cheap 
day tickets. and for 
tions. Firms are required to deposit from 
£50 to £100 according to the size of their 
organisation. and accounts for tickets 
issued will be rendered monthly. The 
system applies to traders irrespective of 
whether they consign merchandise traftic 
by rail or not 


cost 


class single 


sleeping-car reserva- 


La Guaira & Caracas Railway.— Meetings 
called for February 1 to consider 
granting authority to conclude an agree- 
ment for the sale of the undertaking to 
the Venezuelan Government provided 
that the net amount available for disposal 
by the company be not less than £760,000. 
It is stated that this sum would be suffi- 
cient, with other assets, to provide for the 
redemption at par of the outstanding 
debenture stock and the discharge of 
other liabilities, and to enable a distribu 
tion to be made of approximately £95 for 


ure 


£10.000 for the 


£30.000 for 


directors as 


the staff and 
compensation. 


Dean & Dawson Limited Putney Office.— 
Dean & Dawson Limited has taken overt 
the business of Martyn’s Travel Bureau at 
2a, Disraeli Road, Putney, London. 
S.W.15 Che office is temporarily in the 
charge of Mr. F. G. Allen, of the Brighton 


office. pending the appointment of a per- 
nanent branch manager 
Collision at Witham, Eastern Region. 


Iwo persons were killed and eight injured 
when a Peterborough to London mail train 
collided with a goods train near Witham, 
Essex. British Railways, Eastern Region. 
early on the morning of March The 
fireman of the mail train was killed and 
the driver was seriously injured; the guard 
on the goods train was found dead under 
the wreckage Ihe other injured were 
seven passengers in the mail train, 


Murex Limited.—An interim ordinary divi- 
dend of 4 per cent. on the capital doubled 
by the share bonus is payable on March 
31 by Murex Limited for the year ending 
April 30. Results for the eight months 
ended December 31, 1949, are at a level 
comparable with those for the correspond 


ing months of the previous year. The 
home market remained much the same; 
but in the European market, exports re- 


mained at the reduced level of the earlier 
months of 1949. 


Railway Associations with Aldersgate.— 
At a meeting of the Aldersgate Ward Club 
tt Coltman’s Restaurant. Aldersgate 
Street. E.C.. on March 6, when the Master. 
Mr. G. E. M. Norman, took the chair, 
Mr. W. H. Vine, Chief Representative. 
British Railways London Commercial Ser- 


vice. gave an address on “The Railway 
und Aldersgate.” After a general descrip 
tion of recent developments on British 


Railways in the provision of facilities and 
amenities, Mr. Vine referred to the work 
of his own office at 13, Aldersgate Street. 
which deals with an area of some 550 
square miles and links up with 17,000 
trading concerns. and then gave some in- 
teresting details of the historical associa- 
tions of the site of the office. 


Goods-Train Operation in Scotland.—The 


recent closing of Greenhill marshalling 
yard, Scottish Region. marks a further 


Stage in the integration of goods-train 
traffic in Scotland. Previously, it had been 
the practice to route traffic from the Fife 
coalfields to the West of Scotland via 
Greenhill, and re-marshall the trains at 
that point. By the concentration of this 
traffic at Oakley and Inverkeithing, it is 
possible to make up full train loads to 
destination points and so avoid staging at 
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Greenhill. Under recent arrangements fo! 


the concentration of movement on par 
ticular routes, traffic between Glasgow. 
Perth and Dundee passes via the former 


L.M.S.R. route, and between Perth. Dun- 


dee, “and England, traffic is concentrated 
on the old L.N.E.R. routes. Through 


workings of coal traffic from the Lothian 
coalfield and in the West of Scotland have 
been so arranged to avoid the staging 
which previously occurred at Granton and 
at Gorgie (ex L.M.S.R.). Block loads are 
now being worked either direct from the 
Lothian collieries or from Crewe Junction 
tO various destinations in the West of 
Scotland. 


Forthcoming Meetings 


March 10 (Fri.).—Institution of Mechani- 
cal Engineers, Storey’s Gate, Lon- 
don, S.W.1, at 5.30 p.m. Applied 


Automobile 
Stresses at 


Mechanics Group and 
Division: ‘* Gear-tooth 
High Speed,” by Dr. W. A, Tuplin 
March 10 (Fri.).—Institute of Transport 
North Western Section, at the 
Chamber of Commerce, Manchester, 
at 6.15 p.m. Visit of President 
* Industrial Relations in Road 
Transport.” by Mr. Harold Clay, 
Member, Road Haulage Executive 


March 14 (Tuwe.).—Institution of Elec- 
trical Engineers. Savoy Place. Lon- 
don, W.C.2, at 5.30 p.m. A New 
Approach to the Design of Pulse- 


Monitored Servo Systems.” by Mr 
A. Porter and Mr. F. W. Stoneman 


March 15 (Wed.).—British Railways, 
Southern Region, Lecture & Debat- 
ing Society, at the Chapter House, 


St. Thomas Street, London Bridge, at 
5.45 p.m. Display of Swiss films, by 
Mr. H. O. Ernst, London Manager, 
Swiss National Tourist Office 
March 15 (Wed.).—Institute of Public 
Administration, at the Hotel Victoria, 


Northumberland Avenue, London, 
W.C.2, at 6.15 p.m. Series of Lec- 
tures on Incentives to Efficiency in 
the Public Services: “ Fostering the 


Team Spirit,” by Mr. John Benstead, 
Deputy Chairman, British Transport 
Commission. 

March 16 (Thu.).—Diesel Engine Users’ 
Association, at Caxton Hall, West- 
minster, London, S.W.1. at 2.30 p.m 
* Some Aspects of Cooling System 
Design for Diesel Engines.” by Mr 
J. L. Koffman. 

March 16 (Thu.).—British 
Western Region, London 
Debating Society, in 
Dining Club, Bishop’s Bridge Road. 
Paddington, at 5.45 p.m, ~ Passenge: 
Service Problems Abroad and at 
Home,” by Mr, C. E. R. Sherrington. 


Railways. 
Lecture & 
the Clerks’ 


Director, Research Information Divi- 
sion, British Transport Commission. 
March 17 (Fri.).—Institution of Loco- 
motive Engineers, annual luncheon 
at the Dorchester Hotel. London. 
W.1, at 1 p.m. Chairman, Mr. Cyril 


Williams, President of the Institution 

March 17 (Fri.).—Institution of Railway 
Signal Engineers, at the Institution of 
Electrical Engineers, Savoy Place. 
London, W.C.2. at 6 p.m. Annual 
general meeting. 

March 17 (Fri.).—Institute of Transport. 
annual dinner at the Connaught 
Rooms, Great Queen Street. London. 
W.C.2. at 6.45 for 7.15 p.m. 

March 17 (Fri.).—Carlisle & District 
Transport Club, at the County Hotel. 
Carlisle, at 7.30 p.m. “ Enterprise 
and British Railways,” by Mr. David 
Blee. Member, Railway Executive. 


THE RAILWAY GAZETTE 


Railway Stock Market 


It is generally thought hard in the City 


to assess the investment outlook; and 
at the time of going to press’ British 
Funds as well as industrial shares have 
moved slightly lower on balance. There 
have again been declines on balance in 
iron and steel shares despite the attrac- 
tive yields and general confidence that 
dividends will be maintained. Sentiment 


has been affected by wider recognition 
that, until the next election and final ver- 
dict on nationalisation, there must be 
further uncertainty and doubt for iron and 
steel shareholders. Nevertheless, it can be 
assumed that even in the event of nationa 
lisation, current market would be 
well undervalued, as in most cases they 
ure now materially below the take-over 
prices fixed for this eventuality. 

Despite uncertainty regarding home 
industrials, there has been little expansion 
of interest in overseas and kindred securi- 


prices 


ties. It is clear that investors generally 
are continuing their wait-and-see policy. 
Nevertheless, there has been a moderate 


revival of Leopoldina stocks on renewed 
talk that the directors’ proposals for the 
basis of distributing the compensation 
money between the various classes of 
stocks may be issued shortly. It is realised 
that there can be no question of any dis- 
tribution at this stage. because the take- 
over agreement has yet to receive its final 
sanction by Brazil which may not be forth- 
coming for some months yet. The market 
view is that the share-out terms are likely 
to show that all classes of debenture stocks 
are undervalued at current market prices. 
and probably the preference stock as well, 


although the pay-out for the latter will 
depend partly on that for the ordinary 
stock, and the pay out terms would not 


be valid unless they rece:ved the approval 
of ordinary stockholders 

Leopoldina ordinary at the time of going 
to press were changing hands around 9}, 
the preference stock around 263, while the 


4 per cent. and 6! per cent. debentures 
were 924 and 127 respectively I eopoldina 
Terminal debentures were 97 and the £1 


ordinary units 2s. 7$d. Elsewhere, Great 
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remained more active in common vith 
other dollar stocks, but later eased to 28! 
The 4 per cent. preference stock wa 65! 
and the 4 per cent debentures 92! 
National of Mexico issues eased afte the 
start of dealings under the new scheme 


The 43 per cent. non-assented reced.J to 
243, Plan “A” to 234 and Plan "© B” 
to 23. 

White Pass Yukon 6 per cent. in. ome 


debentures remained fairly active a: und 
72%. Elsewhere. Manila “A” debentures 
marked 80. the preference shares 8s. and 
the ordinary Is. 74d. Paraguay Centra 
prior lien debentures have changed ids 
at 37 and Costa Rica 6} per cent. deben 
tures at S51. 

There was again some activity in | 
of Havana stocks, despite the absenc- of 
any further news from Cuba rega 
take-over talks. The 1906 debentures were 
dealt in up to 26. La Guaira & Caracas 
5 per cent. debentures were 861. the 
ordinary stock 76. and Bolivar ° 
debentures 55, Taltal shares marked 16s 
4d. and Nitrate Rails were 73s. 9d 

Bus and road transport companies 
shares generally have been steadie: th 
Southdown at 123s. 9d., Lancashire 1 
port 83s. 6d. and West Riding 65s. BE.1 
deferred stock continued to fluctuar 

Iron and steels lost further ground, 


ment still being dominated by politic 
uncertainties. Later, however, the ve 
prices and good yields tended to bring in 
buyers. Dorman Long were 28s., United 
Steel 24s. 104$d.. Stewarts & Lloyds ‘2s 
Hadfields 26s. and Colvilles 32s d 


Vickers also eased to 25s. 3d. 
Locomotive building and kindred shures 
were generally quite well maintained. with 


Vulcans at 18s. 4$d.. Beyer Peacock 
19s. 3d.. North British Locomotive 19s 
and Wagon Repairs 16s. 3d., Glouceste 
Wagon were 47s. 6d. and T. W. Ward 


firm at 56s. 3d. Birmingham Wagpns were 
28s. 6d.. Central Wagons 88s. 9d.. Norti 
Central Wagons 12s. 6d., Charles Roberts 
81s. 3d. and Hurst Nelson 59s. 3d 
Nationalisation 


stocks, as was re 
expected, moved closely with British 
Funds, which, though firming up 


were again lower on balance for the w 


k 
Western of Brazil remained around 130s. some institutional buyers had decided t 
and San Paulo 10s. units were 13s. 9d. keep out of the market until after the 
Antofagasta firmed up to 84, and the budget. Transport 3 per cent. (1978-88) 
preference stock was 46. Canadian Pacifics was at 88 earlier in the week. 
Traffic Table of Overseas and Foreign Railways 
‘Testes tor week | 2 Aggregate traffics to dat« 
| @ . 
Miles Week & Total 
Railways open ended Total Inc. or dec. ° Increase 
Al apes compared o 1948/49 Fdecreas 
this year with 1947/48 | Z 
é £ é 
$ /Antofagasta.. Bil 26.2.50 54,750 — 12,820 8 538,154 4 2,580 
c [ Costa Rica .. 281 Jan., 1950 c763,908 ¢250,228 31 ¢5,919,770 — ct,167,985 
2 Dorada : 70 Dec., 1949 36,038 3,523 52 356,825 418,402 
< | Inter. Cel. Amer. 794 Jan., 1950 $1,286,636 $196,834 4 $1,286,636 $196.834 
— | La Guaira . 222 Feb., 1950 $78,787 $26,912 8 $157,349 $58,645 
C) Nitrate. 382 28.2.50 17,227 990 8 84,720 +4 19,364 
¢ \ Paraguay Cent. 274 24.2.50 G150,463 + % 40,974 34 24,837,168 + 71,257,013 
re} Peru Corp. oo, tne Jan., 1950 $6,454,700 + $1,906,457 31 $40,250,658 +5S13,154.984 
& mn (Bolivian 66 Jan., 1950 Bs.9,523,000 + Bs.838,649 31 Bs.72,392,164 +.Bs.11,811,706 
Section) 
$ Salvador “ 100 Nov., 1949 c139,000 c41,000 22 c452,000 c57,000 
8 Taltal P 154 Jan., 1950 14,450 4,535 31 90,155 32,820 
3 Canadian Nationalt 23,473 Jan., 1950 11,680,000 — 756,000 4 11,680,000 — 756,000 
©) Canadian Pacifict ... 17,037 Dec., 1949 10,039,000 — 320,000 52 151,084,000 2,667,000 
U \ 
Barsi Light* a 167 Jan., 1950 31,237 + 2,647 44 298,770 + 22,522 
Egyptian Delta 607 31.1.50 21,313 + 1,295 44 573,627 — 43,372 
4 | Gold Coast ae 536 Jan., 1950 132,620 — 111,046 44 2,313.799 + 169,76 
0+ Mid. of W.Australia 277 Dec., 1949 35,317 + 3,212 26 177,156 + 1,307 
5 | Nigeria ae os.| 1,900 Nov., 1949 497,074 + 25.415 35 3,864,775 + 217.279 
> | South Africa . 13,347 11.2.50 1,453,525 + 41,528 45 66,874,093 + 5,200,560 
Victoria 4,744 Oct., 1949 1,792,078 + 371,186 17 — -- 


* Receipts are calculated @ Is. 6d. to the rupee 


+ Calculated at $3 to £1 








